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That’s practically a standing order 
for long-distance moves in many firms who have 
used ALLIED VAN LINES service for years. 


In these busy times experience 















counts more than ever. When ALLIED takes 





charge, every detail is handled surely... 
smoothly. Packing, handling and shipping are 
in the hands of experts. That means assured 
safety for those irreplaceable belongings... 
satisfied families . . . the solution to your long- 
distance moving problems. When you call 


ALLIED, your job is done... well done. 
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pe the road to Germany and Japan— 
the Highway to Victory —there’s a long, 
tough haul still to be made. 


Such assignments as landing on a surf- 
beaten enemy shore bring out the real 
meaning of “heavy duty.” It’s tough 
going for troops—and for trucks. 
And as the Stars and Stripes push for- 
ward, American fighting men are learning 
what American truck operators have known for 
years—that Diamond T trucks have the built-in 
ruggedness and stamina to stand up under ex- 
treme conditions. 





On every fighting front, Diamond T army 
vehicles are proving their heritage from your 












Heavy-duty hauling on the Highway to Victory... 
DIAMOND T TRUCKS 


Diamond T trucks at home—the trucks with 
which you are rolling up millions of miles under 
the heaviest highway transport burden in history. 


To “supply the supply-line”’ is the most 
important job the trucking industry 
has ever had. If you are fortunate 
enough to operate Diamond T’s, 
your dealer will be glad to help you 
keep them working at maximum efficiency 
doing the job that must be done, dependably 
and economically. And presently he will be able 
to show you the finest new trucks ever built. 


DIAMOND T MOTOR CAR COMPANY 


Established 1905 
CHICAGO, ILLINOIS 





DIAMOND T MOTOR TRUCKS 
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Photo—American Export Airlines 


WANTED: A versatile, fast and dependable method 
of handling air cargo for varied assignments at 
modern air terminal. 


a neieetrninnin ante iene 


Yes, Towmotor got the job! Here’s why. Towmotor’s 
combined features—lifting loads up to 5,000 pounds, 
moving them as fast as 880. feet a minute and elevating 
or stacking them as high as 12 feet—made it a cinch 
for the job. Towmotor—the one-man-gang—with the 
speed, power and maneuverability to meet ’most every 
kind of handling assignment, assures savings in time, 
money, manpower and storage space, with its safe, 
sure performance 24 hours a day. 


For a terminal or plant transportation system of 
proved ability—get Towmotor facts! Complete infor- 
mation is included in Towmotor’s new “DATA FILE.” 
Write Towmotor Corporation, 1231 E. 152nd Street, 
Cleveland 10, Ohio, for your copy. 





WARD LAFRANCE TRUCK DIVISION 


GREAT AMERICAN INDUSTRIES, INC. 


ELMIRA NEW YORK 


MEMORANDUM TO THE ADVERTISING AGENCY 
FROM: A- Ward LaFrance» Vice president 
Great American Industries. Inc 


As you know, there are .some interesting, perhaps rev jdeas 
under aevelopment here at our Elmira plant, and I know you can't wait 
to tell prospective users about them- That is understandable. But 
please keep this clearly jn mind’ 


SUBJECTS POSTWAR WARD LA FRANCE TRUCKS FOR FLEET OWNERS 
olutionarys 


Motor truck fleet owners are practical people They are 

padly in need of replacement vehicles. and they are inter=- 
ested in the proved ideas which can be incorporated in trucks 
available just as soon as manufacturers can return to civilian 
production. We have some fundamentally important things to 
tell these gentlemen, so let's not waste paper on gaudy prom- 
ises and fanciful pictures of peautiful, streamlined dreams 

of postwar models 


Let's try to get the fact across that Ward LaFrance trucks have a twenty- 
five year reputation for being good truckSe Let's admit frankly that 
Army Ordnance engineers nave increased our know-how and made it possible 
for us to puild still petter ones after the last M-1 Heavy Wrecker has 
been deliverede 


Fleet owners should be particularly interested in our new policy of con- 
centration on their needSe This 15 of great importance pecause it will 
enable us to engineer and puild vehicles to their exact needSe Fleet 
owners will recognize that tnis policy will result in a truck which will 
out-perform and outlive standard production models in 4 great majority of 
eases: Chances are. nowever,s people will assume such trucks will cost 100 
much. 1f you people in the agency can persuade fleet owners to get the 
facts from our engineering staff, that is all we ask of you: We can demon~ 
strate clearly tal economy of the new Ward LaFrance policy to 
any fleet owner's satisf 


WardtlaT ware 


a. Ward LaFrance- 


GREAT AMERICAN INDUSTRIES, anc. GENERAL OFFICES. MERIDEN, CONNECTICUT 
DIVISIONS 
CONNECTICUT TELEPHONE © ELECTRIC DIVISION, " CONNECTICUT 
WARD LoFRANCE TRUCK DIVISION, ELMIRA. N y.— FACTORY BRANCH, “ STERN BLYD. new YORK 
VIRGINIA RUBATEX DIVISION, BEDFORD, VIRGINIA 
RUTLAND ELECTRIC PRODUCTS DIVISION, RUTLAND, VERMONT 
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IF YOU LIVE in one of the States 
listed here, this message disectly 
concerns you. If you do not live 
in one of them, you are nonethe- 
less vitally affected. 


That’s because anything which 
restricts the efficient operation of 
motor trucks and trailers—regard- 
less of which State applies the 
restrictions—takes dollars out of 
your pocket! You eat the food and 
use the goods brought to you by 
trucks and trailers from all over 
the country. And the delivery cost 
is in the price you pay. 

But, aside from that, trucks 
and trailers are essential to the 
movement of war materials—and 
anything which hamstrings their 
usefulness directly affects our war 
effort. 


The States shown here have two 
laws controlling the weight of a 
truck-and-trailer combination: 


AXLE WEIGHT 
18,0004 
(OR MORE) 
PER AXLE d 







v—~ 
MAXIMUM gaya 


An axle limitation prevents con- 
centrating too much load at any 
one point on the highway. 


World’s Largest Builders of Truck-Trailers 


And, the 18,000-pound restric- 
tion is the figure recommended by 
the American Association of State 
Highway Officials and the Public 
Roads Administration as providing 
adequate protection. 


So, on this basis, the permissible 
load would be: 





*8,000# 


18,000# 


18,000# 


44,000# 


*8,000 pounds is the maximum weight obtain- 


able on the front axle with most vehicles. 


But, all of these States have also 
limited the total gross weight to 
40,000 pounds—so we must cut 
our load some 4,000 pounds in 
spite of the fact that 18,000 pounds 
per axle is admitted to be a safe 
limitation ! 

Why the 40,000-pound restric- 
tion? 

Some State officials may say, 
“That is because we have some 


bridges which won’t carry bigger 
loads.” 


In the interest of the war effort, 
if nothing else, doesn’t it seem 
logical in this case to either (1) 
strengthen the weak bridges or (2) 
post them with warning signs so 





the haulers of war goods can simply 

re-route their trucks? 

Should a State’s entire highway 
system be partially wasted be- 
cause of a few weak bridges? 

This example is only one of 
many. Here are others: 

e Maine allows 22,000 pounds per 
axle—but only 40,000 pounds 
gross. 

e Nevada and Texas restrict gross 
weight to 38,000 pounds, the 
lowest allowance in the nation. 

e Illinois and Tennessee disregard 
the recommendations of high- 
way Officials—allow only 16,000 
pounds per axle. 

And, three of the States listed 
here—Arkansas, Florida and Ken- 
tucky—liberalized their hamstring- 
ing laws only for the emergency 
period. Their old laws are still 
on the books—and will again be 
enforced unless the Legislatures 
take action. 


Since motor transport does play 
such an important part in our war 
effort and in the private life of 
every citizen, you should know 

exactly how your State 
stands on this subject. 

Send for the interest- 
ing Fruehauf booklet 
“Are the United States 
United?” —it will give 
you the story. 


Service in Principal Cities 


FRUEHAUF TRAILER COMPANY ¢ DETROIT 
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SERVING AMERICA 






John Deithloff, who began his “North 
WES! Western” career in 1909, is well 
NoRT aware of the importance of his job. He 
says, ““War has the right-of-way now 


and we’ve all got to do our part to see that fight- 
ing men and materials are transported safely.” 


fom RN 


John’s work calls for patrolling some 20-odd 
miles of track between Proviso Yard and 
Valley, day in and day out. He inspects... he 
tests... he checks. Automatic block signals, 
automatic crossing gates, wigwag and flasher 
signals—all these and more must be main- 
tained in perfect working order. Safety decrees 
it—victory demands it. 


“North Western” depends on John Deithloff 
and men like him to help safeguard its right- 
of-way. But this ex-Marine fighter, who fought 
overseas in World War I, has something extra 





EX-MARINE 


Sohn E. Deithloff 


“Sentry of the Signals” 


IN WAR AND PEACE FOR ALMOST A CENTURY 








special to be proud of—three sons and a 
daughter in service. 


Emulating their father’s example, 21-year-old 
Richard and 20-year-old Donald are members 
of the Marine Corps—now somewhere over- 
seas. Seaman Allen, 18 years old, is serving 
on the U.S.S. Hazelwood. While Ruth, who 
enlisted a year ago, proudly wears the uniform 
of the WAVES. 


But it matters little to the Deithloffs where 
they serve in this 
war just so long as 
they are privileged to 
serve. How grateful 
we should be that 
here in America 
there are millions 
like them! 


CHICAGO and 


NORTH 


WESTERN 


LINE 
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For lower ton-mile costs... 


HIGHWAY 


AMERICA’S QUALITY 


TRAILERS 


Thousands of Highway Trailer owners all over 
America can testify that Highway’s lighter weight 
and greater strength contribute to lower ton- 
mile transportation costs. 


Think of that whenever you see Highway 
Trailers helping to turn the tide in America’s 
great Battle of Transportation! Rolling along 
the highways and byways—drawn up at metro- 
politan terminals, docks, and freight yards— 
they’re not only doing the job, but they’re doing 


it at lower cost! That’s because Highway en- 
gineers have never compromised with quality, 
and because Highway Trailers are manufac- 
tured to a large extent in Highway’s own 
plants—not merely assembled. 


From the background of wartime experience 
gained today, Highway craftsmen are acquiring 
knowledge which will make the ‘Freight- 


masters” and “Clippers” of tomorrow finer 
than ever! 


HIGHWAY TRAILER COMPANY 


Factory and General Offices 
Edgerton, Wisconsin 


Truck Trailers and Bodies * Earth 
Boring Machines © Winches and 
other Public Utility Equipment 
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H* home is ina little town—and the in big city terminals and unpretentious At the same time, The Milwaukee Road Vi 
railroad station isa long trot away. depots, the story of America at war unfolds, _is making every endeavor to maintain ade- du 

But rain or shine, snow or sleet, this __ in all its drama, day after day. quate and dependable service for all the we 
wistful dog is down thereon the platform The Milwaukee Road is ever mindful of people in all its territory—and this goes -_ 
twice a day—waiting for a pal he’s al- _itsdutyto the men andwomen inthe armed for the “Way Station”, where the pup “a 
ways sure the next train will bring back. _ services. Their needs must and will be met. _ meets all trains, as well as for “Big Town”. ” 
Again war has made the railroad sta- a 


tion the focal point of life in America’s 
cities, towns, and villages. 

Brave good-byes are said there—ex- 
cited greetings shouted. And over the 
glistening rails, by day—into the signal- 
lit, shadowy vastness of the far beyond 
by night—click the freights, the troop 
trains, the crowded limiteds, the fast 
mails of a nation speeding up its date 
with Victory. 

Such are the trains that serve the 
towns and cities on The Milwaukee 
Road’s 11,000-mile system. Between the 
Great Lakes and the Pacific north coast, 


MILWAUKEE 


5 r PAUL 
acy pil 


BUY MORE 
WAR BONDS 


THE MILWAUKEE ROAD 
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. . . To keep the trains rolling day and night. Power 
to move and insure our fighting men and our fighting 
allies the maximum of fighting machines, munitions and 
supplies which they must have to smash the enemies of 
the United Nations to their knees in unconditional surren- 
der. This is the power of the locomotives of America. 


Powerful iron horses, “‘champing at their bits’’, ready, 
eager to get on with the job, are the three modern loco- 
motives pictured here. They are a part of the Norfolk 
and Western’s fleet now in the service of the nation. 
They were designed and built by the brains, brawn and 
skill of N. & W. employees in the railway’s Roanoke, 
Virginia, shops (as have been more than 120 others 
during recent years). Among the most powerful in the 
world — these N. & W. locomotives are proving their 
mettle — proving that sound, modern design and careful 
construction produce the stamina, the power required for 
locomotives to measure up under the unprecedented 
strain of war transportation. 


Graceful for all its power, this Norfolk and Western stream- 
lined passenger locomotive is roller bearinged, automatically 
lubricated, weighs 872,600 pounds, in working order, is 109 
ft.,2 1/4 in. long, and carries 22,000 gallons of water and 26 tons 
of coal. With 8 powerful driving wheels 7O inches in diameter, 
it can flash over the rails at 80 miles per hour and more. 


A giant of the rails — a compound Class Y-6a freight — with 
four cylinders and 16 driving wheels. The mainstay of heavy 
duty, mass freight transportation, he ‘weighs in’ — with coal 
and water —at nearly a million pounds, is 114 ft., 10 1/2 inches 
long, roller bearinged, and automatically lubricated. 


Into this long (120 ft. 7 1/2 in.) racy locomotive has been 
built power and speed. A combination freight and passenger, 
it takes on any tough job. It flashes over the rails with long 
passenger trains, or pulls with ease and dispatch a heavy mer- 
chandise freight train. This Class A weighs 951,600 pounds 
in working order, has twelve 7O inch driving wheels, roller bear- 
ings, and a fire box grate area of 122 square feet in size. 


To 
Noster 


PRECISION TRANSPORTATION 
BUY MORE WAR BONDS 
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The Personnel Department is in hot water again! Some- 
body forgot to tell someone that Samson’s new boss is 
Uncle Sam! What this department needs are some accu- 
rate personnel records... Uarco records, that tell the why, 
where, and when of company employees. 


Uarco Personnel forms are scientifically designed for 
speed and convenience in record keeping. They eliminate 
waste time due to needless fuss and bother . . . with Uarco 
forms, you’re ready to write. They increase convenience, 
for Uarco forms have all the vital information right on 
hand. And there are no errors caused by excessive recopy- 
ing ... One person at one time can make 7 or 8 or more 
clear carbons. 


“The Office Is Asking Why I’m Absent from Work” 





Uarco forms can be used for record keeping in every 
department. They are designed either for hand written use 
or for machine written use. May be carbon interleaved or 
non-interleaved, may be used in Uarco Autographic Reg- 
isters or in a typewriter, billing machine or tabulating 
machine. 


Uarco’s fifty years of business record experience is at 
your disposal. There is a solution for your record prob- 
lem, or Uarco will find one. Call a Uarco representative 
today without obligation. 


UNITED AUTOGRAPHIC REGISTER COMPANY 
Chicago, Cleveland, Oakland e Offices in All Principal Cities 


FORMS FOR 
HANDWRITTEN RECORDS 


BETTER BUSINE 
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TRUCK TIRE EXPERIENCE 


EQUIPMENT - PERSONNEL - KNOW-HOW : 


: Proper Inflation » Loading - Matching 


2? Dependable, Quality Repairing 


Up to 25% more recap miles with General’s 
exclusive Kraft System Balanced Recapping 


@ General Tire Dealers have a record of truck 
tire experience behind them unmatched by any 
other tire dealers. 


They have specialized in truck tires for years 
—have built up organizations of trained truck 
tire men—and have installed the most complete 
service shops in their areas. 


Thus, today, they not only appreciate the im- 


sais ine anmenick ts -<all 
SAVE THE CARCASS 
TA SAVUF VOUR JOB 


REG, U.S. PAT. OFF, 


portance of saving the carcass—if your trucks are 
to roll... but they know what to do to help you 
get every last mile from those precious carcasses, 


You must save the carcasses—to save your 
business. You will get the kind of expert help 
you need at Quality Tire Headquarters—at your 
General Tire Dealer’s. 


THE GENERAL TIRE & RUBBER COMPANY 
AKRON, OHIO 
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“Thro ( are going places!” 


We're ready and eager—to help 
solve your transportation problems. 


THE CLEVELAND, COLUMBUS & CINCINNATI HIGHWAY, Inc. 


17 South High Street DIVISION OF U. 8. TRUCK LINES Columbus, Ohio 
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DONALD M. NELSON, Chairman, WAR PRODUCTION BOARD, Says: 


“EATS” RADIOS! It is a stag- 
gering fact that the tremendous 
casualties of war will require as 
great an investment in money and 
manpower for radios in 1944 as 
it took to build the Panama Canal. 


_ WAR eats trailers! Recently just two of 


our Army divisions had to be re-equipped! 
It took 592 trailers! 


These trailers would have given years of 
service on American highways. But the war 
will use them up in months . . . victims of high 
explosives and the gruelling conditions of 
modern warfare. 


That’s one reason why Motor Transport here 
at home has had to get along with too little 
equipment, too few tires, repair parts, and 
men. These difficulties have dramatized: the 
magnificent job’ Motor Transport is doing to 
deliver America’s enormous production where 
it is needed. 


NEW TRAILMOBILES BEING MADE 
Recent Government allocations permit us to 
manufacture several thousand commercial 











THIS WAR ZAZS OP" EVERYTHING! 
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“EATS” ROLLING EQUIPMENT! Our Armed Forces are 
supplied with the finest truck and trailer equipment ever built. 
The ravages of war limit the average life of these fighting 
units to a few months in the mud of Alaska, Italy or Russia. 


trailers for essential civilian needs in 1944. We 
are glad that once again we can turn our efforts 
toward serving the needs of Motor Transport 
on American highways. 


These trailers will be built 
with no let-up in Trailmo- 
bile production for the 
Army, Navy,and AirCorps. 


re 
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See yournearestTrailmobile 
distributor or office. 


TRAILER SERVICE FOR YOU... . Trailmobile 
operates Service Centers at strategic points. 
Let us help you keep your old equipment roll- 
ing until you get new units. 


THE TRAILER COMPANY OF AMERICA 
Cincinnati 9, Ohio * Berkeley 2, Calif. 


IRAILMOBILE 


Commercial Trailers for War and Peace * The Vital Link in Flexible Transportation 
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post-war PROGRESS wit 


TRAVEL SAFER WITH STEELSTRAP 


The magazine you’re reading 
. the chair you're sitting 
in... your clothes, your shoes 
... the food you eat... even 
cities are built from products 
that come in shipping packs. 
Raw products and finished 
goods travel over roads, riv- 
ers, rails, waves and airlanes 
... and arrive at destination. 
How are these products pro- 
tected? ... Will they “deliver 
the goods” and get there in- 
tact? .. . That’s where Acme 
enters the complicated picture 
of packing, shipping and load- 





ing progress with shipping 
packs “Bound to Get There” 
with Acme Steelstrap. 

Acme is planning for fur- 
ther contributions to improve 
packing and reinforcing meth- 
ods to carry the burden... 
new ways to cut down the 
“waste-line” all along the 
shipping line . . . to protect 
products, to conserve packing 
materials, reduce weight and 
freight . . . above all, to pro- 
tect the production of indus- 
try. Post-War Progress Will 
Travel Safer with Steelstrap. 








DOC. STEELSTRAP is repre- 
¢ sented by Acme engineers 
—men whose business is the 
reinforcement of shipping 
packs—from single contain- 
ers to car loads of freight. 

Today, on every fighting 
front, there is evidence of Doc’s 
skill—on cases, cartons and crates, 
on bales and on skid loads—on 
materiel and supplies from Army 
and Navy depots, from arsenals 
and from war industry. Strap has a 
full-time war assignment, part of 
a job that Uncle Sam calls “pack 
it right to reach the fight.” 

It’s the same job that we have 
always called making shipments 
“Bound to Get There.” When his 
war work is finished, Doc. will be 
ready to discuss the possibilities 
of steel strapping reinforcements 
for your post-war business. 


AUME STEEL CUMPANY 


2844 ARCHER AVENUE, CHICAGO 8, ILLINOIS 
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Alongside G.I. Joe... All the Way 


THE ARMY’S SUPPLY LINE is every street and high- 
way ... farm lane and forest trail... mine ramp and 
factory alley ... freight yard and port of disembarka- 
tion. It picks up again at every beachhead stormed and 
criss-crosses every combat zone. It begins in the heart 
of America and is the Army’s road to Tokyo and Berlin. 
Along every mile of it, trucks must roll with every- 
thing the Army needs to get there. 


HERE AT HOME... trucks in ordinary working 
clothes roll day and night with every conceivable kind 
of war production, in every stage of processing and 
manufacture .. . steel ingots to live bombs. . . logs 
to plane propellers . . . cattle feed to condensed milk. . 


ON THE FIGHTING FRONTS ... the Army’s olive 
drab trucks take over ... . supporting every advance 
with needed supplies . . . becoming more and more 
important as the supply lines lengthen. 


In this war of mobility, all trucks are vital transporta- 
tion links. Each of them must stay in service longer 
and work harder than, by peacetime standards, was 
ever thought possible. To assist owners in this, White 
has developed Personalized Service to take the place 
of “wishful thinking” and keep our vitally needed 
trucks on the road to Victory. 


THE WHITE MOTOR COMPANY ° Cleveland, Ohio, U.S.A. 


FOR MORE THAN 40 YEARS THE GREATEST NAME IN TRUCKS 


BUY MORE WAR BONDS 
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Northwest Farmers 





Camouflage Private Jenkins! 


In the vast farm lands of the great 
Northwest served by the SOO LINE, 
thousands of acres of flax are now 
under cultivation. 

From these fields will come many 
vital necessities, for flaxseed is a versa- 
tile plant. Most important, perhaps, 
is the linseed oil used to make the 
paints that camouflage our jungle 
fighters, and protect our ships, guns 
and other military equipment from 
the elements. 

Minneapolis, terminal point of the 
SOO LINE, is the flaxseed capitol of 
the country. Last year, 48,000,000 


AN INTERNATIONAL TRANSPORTATION 


bushels of flaxseed were crushed in 
Minneapolis, producing 917,000,000 
pounds of linseed oil, 1,776,000 pounds 
of linseed meal. 


The producers of flaxseed and the 
linseed industry have long been effi- 
ciently served by the SOO LINE, and 
with the added importance the prod- 
ucts made from flax now have to the 
successful conclusion of the war, we'll 
strain even harder to get the flaxseed 
from the farms in record time, and 
then see to it that the finished products 
made from this crop are carried to 
their destination with all haste. 


TRAFFIC WORLD 








USES OF 
LINSEED OIL 


* 





. Paints and protective 
coatings 










. Linoleum and oil cloth 





. Waterproofing 
compounds 


. Printing inks 


- Core oil soap 
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ALABAMA 


You will find, among other things, in Alabama: Tem- 
perate climate and good living conditions. Adequate 
transportation facilities. Intelligent native labor, both 
skilled and unskilled. Natural resources—forest prod- 
ucts, iron, coal, coke, limestone and many non-metallic 
minerals. A large supply of industrial materials such 
as iron, steel, aluminum and lumber. Abundant fuel, 
power and water. Cooperative state, county and mu- 
nicipal governments. 
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ALABAMA STATE 





CAPITAL 


—— to inner .... 


Stay a Lifetime 


° The latch-string is always on the outside in GM&O-Land. And 


so if you are looking for a new place to call home, drop in on 
us any night for dinner————————and stay a lifetime. 


You'll find the same cordial and helpful welcome in any one of 
our seven homes, for GM&O is privileged to live and work in 


Alabama, Illinois, Kentucky, Louisiana, Mississippi, Missouri and 
Tennessee. 


A native of 96 years, GM&O knows the physical advantages of 
this territory: is acquainted with its many outstanding business and 


civic leaders and can save you time and effort in your industrial 
planning. 


GM6é&O and its neighbors in seven states join in extending you an 
invitation to come to dinner nd stay a lifetime. 





GULF, MOBILE & OHIO RAILROAD 
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Railroad performance made his- —have done their job. And, in the present 
tory in speeding up national de- era of allied offensives, that is where they will 
fense. continue to perform it. 


Now, the railroads, all united for victory, are ; — 

again making history in speeding up offen- As railroad performance is important to Amer- 
siiailate tien: Whi teen: tnt ica, not only at war but equally in peace, so is 
the function of interchange important to trans- 
portation and shipping. That is where the P. 
& P. U. comes into the picture, a veteran in 
such service of over sixty years. 


Certainly, it is our boys in uniform out on the 
scattered battle fronts of the world who are 
actually doing the fighting, not a pleasant job. 
But, getting the materials, food, supplies, am- 
munition, implements of war, and all other 
necessities to them has been a herculean job 
in turning the tide of war. 


With efficiency and speed, the P. & P. U.the 
road that made Peoria famous as a gateway 
—assembles and reassorts freight cars and 
That is where America’s railroads—with an shoots them along to destination. You can 
unparalleled record in the history of the world always bank on our cooperation. 


Buy War Bonds Yow 














PEORIA AND PEKIN UNION RAILWAY CO. 


Si ile), Mew wale), Be] wel iy wae 1 fod rt} 


SWITCHING SERVICE BETWEEN: Peoria & Pekin Union Ry.; Chicago, Rock Island & Pacific Ry.; Chicago & North — E.F.STOC K 
Western Ry.; Chicago & IIlinois Midland; IIlinois Terminal Railroad Co.; Inland Waterways Corp.; Minneapolis & ase 

St. Louis Ry. ; Alton Railroad; Atchison, Topeka & Santa Fe Ry.; Illinois Central R. R.; Pennsylvania Railroad; 

Peoria Terminal R. R.; Chicago, Burlington & Quincy Railroad; New York, Chicago & St. Louis Railroad; Cleveland, 


De TRAFFIC / 
Cincinnati, Chicago & St. Louis Ry. (Peoria & Eastern); Toledo, Peoria & Western R. R. ~ MANAGE R 
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Thanks to rir Commenwe . . . COSTUME JEWELRY 


FROM THE FAR CORNERS OF THE WORLD 


Costume jewelry, art objects and novelties that make the shops and bazaars 
of European and Asiatic nations brilliant, will gleam on America’s counters 
after the war. Air transport will carry our buyers to the far corners of the 
globe. Air commerce will bring their purchases home in record time to set 
feminine hearts aflutter. 


Much of this commerce will fly in Curtiss Commandos. Now doing a prodi- 
gious job in the movement of military materials, their dependability, 
capacity and economy will factor with equal prominence in the postwar 
future. Look To THe Sky, America! Curtiss-Wright Corporation, Air- 
plane Division, Buffalo, Columbus, St. Louis, Louisville. 


WHEN PEACE COMES 


WILL SPEED COMMERCE 
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This, too, makes for better shipping... 


HE MEN you see in the picture are putting super- 

heater units into the boiler of a Nickel Plate loco- 
motive. These units enable the locomotive to develop 
more pulling power so that it can move freight faster. 
And that, also, means saving of time—the most pre- 
cious of all war commodities. 


This is one of the many ways in which Nickel 
Plate is constantly at work to maintain top-notch con- 


dition for its plant and equipment in order to give you 
shippers and receivers better service. 


Your splendid cooperation in careful packing and 
labeling—rapid loading and unloading—is one of the 
most important reasons why Nickel Plate has been 
able to meet its tremendously increased wartime re- 
sponsibilities. Thanks, and keep it up—so we can 
“keep ’em rolling.” 


NICKEL Pate RoaD 


CLEVELAND, OHIO 
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Rail Retirement Racket 


Organized railroad labor has handed the railrnads 

® a stiff jolt in the so-called “railroad social insur- 
ance act” introduced in Congress by Senators Wagner 
and Wheeler, and Representative Crosser. Introduction 
of the bill marks the beginning of another attack by 
organized railroad labor on the earnings of the rail- 
roads. This may seem to the labor leaders to be a pro- 
pitious moment for such an attack—carrier earnings 
being what they have been on account of war traffic— 
but it may not be amiss to allude to the old saying about 
killing the goose that lays the golden egg. The end of 
the war will bring an entirely different situation from 
that which now obtains with respect to railroad traffic 
and railroad earnings and it might be prudent for the 
union representatives to take that fact into considera- 
tion now before attempting to “hike” the payments of 
the railroads for support of an expanded railroad retire- 
ment system—considering also that the railroad em- 
ployes under the railroad retirement act already do 
much better in benefits than do the great mass of the 
workers of the country who come under the social 
security act. However, we do not expect the millenium 


—yjust yet—and those who “foot the bill” would do well 
to “get busy.” 


Briefly, if this bill becomes law, the railroads, up 
to January 1, 1946, will pay 834 per cent on that part 
of the pay roll embracing compensation up to $300 a 
month; from 1946 to 1948, 9 per cent; and in 1949 and 
thereafter, 914 per cent. These percentages include the 
tax of 3 per cent on pay roll, paid by the railroads, for 
railroad unemployment insurance. The tax of 834 per 
cent proposed to be levied on the railroads up to Janu- 
ary 1, 1946, compares with a total tax at present of 614 
per cent for the same purposes. Other employers pay 
a corresponding total tax of approximately 4 per cent— 
1 per cent for annuities and, generally, 3 per cent for 
unemployment insurance.. The railroads are now taxed 
214 per cent more, therefore, than the employer under 
the social security act. 


The organized railroad employes obtained a prefer- 
ential status with respect to annuities when Congress 
passed the railroad retirement and carriers’ taxing acts. 
The annuities provided under the railroad retirement 
act are, of course, substantially greater than those pro- 
vided under the social security act, and, also of course, 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 


problem by the board created by Congress to make recom- 
mendations for legislation. 
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Exempt from income tax railroad revenue set aside for 
deferred maintenance. 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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the employes make a larger contribution for such annu- 
ities than do the employes subject to the social secu- 
rity act. 

The railroads have repeatedly urged that the unem- 
ployment insurance tax of 3 per cent be reduced because 
the unemployment insurance requirements have been 
exceedingly small and the accumulated unexpended re- 
ceipts have now reached approximately $400,000,000. 
The new bill, however, contains no relief for the rail- 
roads in the way of a reduction in the 3 per cent tax, 
despite the enormous amount of money now in the 
unemployment insurance fund. Reduction of that tax 
to 1 per cent would take some of the curse off the 
proposals to increase the retirement costs. In 1943 the 
railroads paid $211,303,258 to the Collector of Internal 
Revenue under the taxes imposed for the retirement 
and unemployment insurance systems. The proposed 
legislation proposes an increase on the basis of 1943 
payments of approximately 40 per cent. 

Congress ought to answer the following questions 
in considering this legislation: ‘‘What is the limit of the 
burden the railroads can bear in supporting social insur- 
ance legislative requirements? What is the fair contri- 
bution the industry ought to make to social insurance 
of its employes?” 





Yes. We Hace No Truckers 


And now the Office of War Information, heedin, 
® the protest of affiliated state associations of Amer- 
ican Trucking Associations, Inc., conveyed to Elmer 
Davis by President Ted V. Rodgers, promises in its news 
releases not to call truckers “truckers” any more. In- 
stead, it will refer to the men who transport freight over 
the highways in trucks as motor carriers. The word 
“trucker,” the protest said, had an indefinite connota- 
tion. It isn’t particularly important, as we see it, and 
we suppose the boys who “push the heaps over the 
road” have a right to ask to be called anything they 
wish. We have lived through the more or less successful 
campaign of real estate dealers to have themselves 
called realtors, and the failure of the campaign of under- 
takers to have themselves called morticians. Perhaps 
they, too, insisted that their time-honored designations 
had “indefinite connotations.” 

We say it isn’t important, but it is amusing. Presi- 
dent Rodgers’ own national organization is the Ameri- 
can Trucking Associations, Inc., not the American Mo- 
tor Carriers’ Association, Inc., and of its 59 state and 
area affiliates—those he said protested the use by the 
O. W. I. of the word “trucker’”—exactly half, or 29, 
have the word “truck” or “trucker” in their titles. 


As a matter of fact, “trucker” has far less indefi- 
nite connotation than “motor carrier.”’ There are many 
kinds of trucks, but the dictionary defines the noun as 
“a strong vehicle, variously constructed, especially one 
with four wheels, for transporting freight, merchandise, 
and other heavy articles.”” We know that many modern 
highway transportation trucks, trailers, and combina- 
tions have more than four wheels, but, if that is the 
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extent of the objection, the connotation isn’t so indefi- 
nite after all. Indeed, the term “motor carrier” is much 
more indefinite. There are many kinds of motors that 
aren’t vehicles at all. Besides, the phrase “motor car- 
rier’ might as well mean a carrier of motors as one who 
carries goods in a vehicle propelled by a motor. 

The point, however, as we see it, lies not in a com- 
parison of dictionary definitions, but in the possibility 
of public misunderstanding. The trucking industry— 
pardon us, the motor carrier industry—has grown up 
to a place in our economy where no one has the slightest 
doubt of what is meant by “truck transportation” or 
who is to be called when a trucker is needed. 

Incidentally, in conning the dictionary, we noted 
that one definition of the word ‘“‘trucker’”—a Scottish 
variant—was ‘‘a vagabond; rogue.’ We know a lot of 
truckers—pardon us again, we mean motor carriers— 
and we haven’t found any vagabonds and rogues among 
them, so that the obscure Scottish meaning could have 
nothing to do with their desire not to be known as 
truckers. As we said when we started, we suppose, like 
everyone else, they have a right to ask to be called 
whatever they choose to be called, and if that happens 
to be the phrase “motor carrier,’”’ as used in part II of 
the interstate commerce act, it’s all right with us. 






ra@nsportation Board Failure 


The Board of Investigation and Research made 
public this week what it called a preliminary re- 
port on its studies of the relative economy and fitness 
of carriers but what seems to be, among other things, 
an argument for having the board, in effect, made a 
permanent federal agency, and a dissertation on rates 
that has a familiar ring to those who have come to 
know the rate views of Chairman Webb and Board 
Member Childe. The board faces extinction September 
18. It has not yet made the principal reports Con- 
gress called for in the transportation act of 1940 and 
suggests a permanent agency to carry on its work. 
More than a million dollars has been spent by this 
board. The money has been wasted. The board should 
die September 18 in accord with the President’s procla- 
mation issued under the 1940 act and the provisions of 
that act. 


FINANCE APPLICATIONS 

Finance No. 14555, Reading Co.; Catasauqua & Fogelsville Railroad 
Co.; and the Philadelphia & Reading Terminal Railroad Co., ask author- 
ity to merge the C. & F. and the P. & R. T. into Reading Co. Reading 
Co. asks authority to assume direct obligation and liability in respect 
of $6,950,000 first mortgage bonds of the P. & R. T. The application 
said no change was contemplated in the capitalization of Reading Co. 
as a result of the merger. The shares of stock of the C. & F. and of 
the P. & R. T., all of which, it said, were owned by Reading Co., would 
be canceled and no shares of stock or other securities of Reading Co. 
would be issued in exchange therefor. 

MC F-2529, Frisco Transportation Co., of St. Louis, Mo., and J. M. 
Kurn and Frank A. Thompson, trustees, St. Louis-San Francisco Rail- 
way Co., ask authority to purchase certain operating rights of Missouri- 
Arkansas Transportation Co., of Joplin, Mo. 

MC F-2530, Melton Transport Co., Inc. (S. A. Markley, H. B. Bryan, 
and Wilma L. Markley, control), of Denver, Colo., asks authority to 
purchase certain operating rights, equipment, and property of H. M. 
Melton, dba Melton Transport Co., of Greeley, Colo. 

MC F-2527, Lake Motor Freight Line, Inc., of Port Clinton, O., asks 
authority to purchase certain operating rights of Boswell Brothers Mo- 
tor Freight, Inc., Earl Kuhn, Trustee, of Detroit, Mich., and tempo- 
rarily to operate. 

MC F-2528, Steel Transportation Co., Inc., of Indiana Harbor, Ind., 
asks authority to purchase certain operating rights of Contract Carriers, 
Inc., of Indianapolis, Ind., and temporarily to operate. 
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Decisions of Interstate Commerce Commission 


Railroad, Water, and Motor Transport 





Negro Complaint Case 


The Commission, division 2, by a report in No. 28895, Elmer 
W. Henderson vs. Southern Railway Co., has found that the 
failure of the defendant to furnish dinner service to the com- 
plainant, a Negro, in its dining car in connection with a journey 
on May 17, 1942, from Washington, D. C., to Atlanta, Ga., sub- 
jected complainant to undue and unreasonable prejudice and 
disadvantage. It further found that no basis had been shown 
for an award of reparation, and that no order for the future 
was necessary. The complaint was dismissed. 


The report said it was clear that the complainant had re- 
turned to his seat after his various appearances in the dining 
car with the distinct impression conveyed to him by the steward 
that in a short time space would be available for serving him 
in the dining car and that he would be notified. The steward 
could have consummated his understanding with the complain- 
ant, it said, by not allowing additional white passengers to be 
seated at the end tables, and that an end table would have been 
entirely vacated as soon as the white passengers initially seated 
there, had completed their meals. The complainant stressed the 
failure to seat him at an end table and to notify him as prom- 
ised, the report said, and that, “in our opinion, the circumstances 
afford sufficient basis for a finding in favor of complainant.” 


The division found that the record did not establish that the 
complainant had suffered any pecuniary damage because he was 
not served with the evening meal he sought, or because certain 
white persons were so served. It said that, while complainant 
testified that he “felt very inconvenienced and somewhat ill’ the 
following morning, the degree and extent of his illness, and 
whether the illness was related to the omission of the defendant 
to serve him with a meal, and whether he suffered any pecuniary 
loss as the result thereof, “are not in any wise established.” 


The division said that as the Commission’s jurisdiction was 
confined to awarding damages sustained in consequence of any 
violation of part I of the interstate commerce act, “we cannot 
award either nominal damages or substantial damages in the 
way of smart-money, or for a punitive purpose, or to serve as an 
example to others... .” It therefore found that no basis for an 
award of reparation for damages had been shown and that it 
did not appear that the complainant had sustained any damages 
in consequence of the violation of part I “heretofore found.” It 
added that ‘“‘we have no jurisdiction in this proceeding to award 
attorney’s fees.” 


Stopping in Transit 


The Commission, division 3, has found just and reasonable 

proposed schedules, the effect of which, it said, would be to 
establish the normal less-than-truckload rates on shipments, 
which, except for the stop-off rules, cancelled by the schedules, 
were in fact less than truckloads. The decision was rendered 
in I. and S. M-2267, Stopping in Transit, Michigan Motor 
Freight Lines, embracing I. and S. M-2289, Stopping in Transit 
in Central States, which were discontinued. 
_ In the title proceeding, by schedules filed to become effec- 
tive July 29, 1943, respondent motor common carriers proposed 
to cancel a rule under which truckload shipments might be 
Stopped in transit partially to unload or to complete loading 
on joint line movements in connection with Michigan Motor 
Freight Lines, Inc., between points in eastern territory, on the 
one hand, and, on the other, points in the upper peninsula of 
Michigan, Minnesota, North Dakota, South Dakota, and Wis- 
consin. In I. and S. M-2289, by schedules filed to become effec- 
tive September 1, 1943, respondent motor common carriers 
proposed to cancel a similar rule applicable on joint-line move- 
ments in connection with Michigan Motor Freight Lines, Inc., 
between points in Kentucky, New York, Ohio, Pennsylvania, 
and West Virginia. On protests of the Price Administrator and 
the Director of Economic Stabilizations, operation of the pro- 
posed schedules in the title proceeding was suspended until 
February 29, and in the subtitle proceeding until April 1, and 
postponed by the respondents until May 29, and later. 

_ The report said the stop-off rules considered were in two 
tariffs of the Central States Motor Freight Bureau, Inc., con- 
taining class and commodity rates applicable over the lines of 
respondent and several hundred other participating motor com- 








mon carriers. The suspended schedules, it said, would discon- 
tinue the stop-off arrangements only on joint-line traffic in 
which the respondent participated. 

The report said that there appeared to be some disclina- 
tion on the part of the connecting carriers to accept, at Chi- 
cago, traffic requiring stop-offs at points intermediate to the 
final destination. Respondent, it said, had more traffic offered 
than it had facilities to accommodate and that the delays re- 
sulting from the inability or failure of the connecting lines 
promptly to accept joint-line traffic restricted the use of re- 
spondent’s equipment in the transportation of other traffic, 
which, in part, had led to the filing of the proposed schedules. 
It said that on traffic moving through respondent’s Chicago 
terminal about 25 truckloads a month required stop-offs in 
transit, for the most part at points on the lines of its connec- 
tions. 

“Generally speaking,” said the report, “rules permitting 
stop-offs partially to unload or to complete loading need not be 
established or maintained by common carriers except to remove 
unlawful prejudice and discrimination.” 

But it pointed out that the Commission might require 
common carriers to establish such arrangements, even in the 
absence of unlawful prejudice or discrimination, when the cir- 
cumstances showed that such service should be established or 
maintained as just and reasonable regulations and practices. 

“In the instant proceedings,” the report said, “the stop-off 
rules have application on nearly all articles subject to the class 
rates and certain commodity rates. The record fails to estab- 
lish that there is a commercial necessity or economic need for 
the stop-off services generally or on any particular articles 
between any or all of the points here considered; nor is there 
any showing that the discontinuance of the arrangements would 
—, in undue prejudice or unjust discrimination,” and con- 
tinued: 


In their exceptions, protestants urge that the burden on respondent 
of showing the proposed changed provisions to be just and reasonable, 
as required by section 216 (g) of the interstate commerce act, has not 
been sustained. The evidence adduced by respondent, which is here- 
inbefore set forth, constituted a prima facie showing that the proposed 
cancelation of the rules is just and reasonable. Respondent’s evidence 
was not rebutted. Facts which would support a finding that the stop- 
off arrangements should be continued ordinarily are peculiarly within 
the knowledge of shippers using the arrangements, but no users 
thereof appeared at the hearings. 


L. Cc. L.. L. T. L. Rates, Ark.-La. 


With Commissioners Splawn and Aitchison differing with 
the majority view that the respondents had met the burden 
imposed on them by the interstate commerce act in proving 
the reasonableness of increased rates, the Commission, on re- 
consideration, has modified the findings of division 2 in the 
prior report, 256 I. C. C., 656, in I. and S. No. 5171, Less-Car- 
load Class Rates Between Arkansas and Louisiana, embracing 
I. and S. M-2184, Less-Truckload Class Rates Between Arkan- 
sas and Louisiana. 


At issue were proposals of rail carriers and motor common 
carriers to cancel their less-carload and less-truckload class 
rates, originally published for competitive reasons, between 
northern Louisiana and southern Arkansas, and in lieu thereof 
to permit the so-called normal class rates to become applicable 
on this traffic. The report said the rates it was proposed to 
cancel applied on the first four classes and ranged from 68 to 
72 per cent of the normal class rates for distances of 150 miles 
and less, gradually approaching and merging into the normal 
scale at about 200 miles. 

Cancellation of the rates southbound, said the report, had 
not been contested and it, therefore, found the proposed rates 
in so far as they would apply from points in Arkansas to desti- 
nations in Louisiana, just and reasonable and not otherwise 
unlawful. The proposed rates, in so far as they would apply 
from points in Louisiana to Arkansas destinations, the Com- 
mission found reasonable, but that they would be unduly 
prejudicial to Louisiana shippers and unduly preferential of 
Arkansas and Memphis, Tenn., shippers to the extent of their 
excess over the rates concurrently maintained for correspond- 
ing distances within Arkansas and from Memphis. It made the 
prior order of January 14, 1944, the effective date of which had 
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been postponed, effective June 19, without prejudice to the 
filing of new schedules in conformity with the findings. 

In requiring the cancellation of the proposed schedules, 
said the instant report, division 2 had said that the so-called 
220 scale had been maintained for over 8 years, that the trade 
had become adjusted to this level, and that its long continued 
maintenance required definite and certain proof that any in- 
crease would be just and reasonable, and that no such com- 
prehensive showing was afforded by the record. 

The respondents vigorously objected to that reasoning, 
said the report, and that they emphasized the fact that the 
rates that would become applicable were in no case higher than 
the rates prescribed by the Commission in the southwestern 
revision for application in this general territory. Respondents 
relied on Wool from Texas and Oklahoma to North Atlantic 


Ports, 255, I. C. C. 557, said the report, and quoted that de- 
cision as follows: 


When, as here, it is shown that . . . most of the proposed rates 
are lower than, and in no instance higher than, those twice prescribed 
by the Commission which are generally in effect from an extensive 
surrounding territory, respondents have fully met the burden placed 
on them by section 15(7) of the interstate commerce act to show that 
the proposed changed rates are just and reasonable. 


The report said the respondents argued that any other 
conclusion would have the effect of discrediting rates that the 
Commission had previously prescribed and added that the Com- 
mission concluded that, ‘except under most unusual circum- 
stances, the foregoing principle announced in the proceeding 
cited is unquestionably sound and should be followed here.” 

In his dissenting opinion, in which Commissioner Aitchison 
joined, Commissioner Splawn pointed out that, in the proceed- 
ing relied on by the respondents and cited by the majority to 
support its conclusion, the only issue was the lawfulness of in- 
creased rates proposed in lieu of those established through 
error in calculating distances. No question of the inherent rea- 
sonableness of the rate level had been involved, said he. 

Sections 15(7) and 216(g) of the act, he said, plainly im- 
posed on respondents the burden of proving the reasonableness 
of the increased rates, and that the division, after pointing out 
the substantial deficiencies in that proof, was unanimous in con- 
cluding that the burden had not been sustained. He continued: 


The contrary view rests entirely upon the fact that so-called ‘‘nor- 
mal’’ rates for rail transportation only were prescribed by this Com- 
mission as reasonable maxima for application in the southwest about 
a decade ago, and that since the suspended rates, although in many 
instances higher by 40 per cent or more than the present rates, do not 
exceed such ‘‘normal’’ rates they are, ipso facto, just and reasonable. 
The ‘‘normal’’ class rates, prescribed in the 21st supplemental report 
in the southwestern revision, have had no application in the territory 
involved herein as they were prescribed to become effective after the 
present rates, on the 220 scale, were established by respondents. No 
maximum reasonable rates have been prescribed for motor vehicle trans- 
portation in this area. 

Furthermore, the record shows that the present rates were estab- 
lished responsive to circumstances prevailing in the particular area of 
their application but which were not shown to have existed when the 
so-called ‘‘normal’’ rates were prescribed. Similar circumstances doubt- 
less impressed the regulatory authority in Arkansas and the carriers 
operating between Memphis and Arkansas as requiring application of 
the 220 scale as a reasonable maximum. These premises considered, it 
is obviously improper to give controlling weight to the ‘‘normal’’ rates 


in determining whether respondents have sustained the statutory 
burden. 


The effect of the majority’s finding, said he, was now to 
impose on shippers the burden of proving the unreasonableness 
of suspended rates that were increases notwithstanding a posi- 
tive failure of respondents to produce evidence in support of 
such increase as required by the statute. 

Commissioner Lee did not participate in the disposition 
of the proceedings. 





Freight Forwarder Action 


In FF-52, Pacific & Atlantic Shippers Association, Inc., 
Freight Forwarder Application, the Commission, division 4, by 
a report, permit and order, effective July 17, has found the 
past and proposed operations of the applicant to be those of a 
freight forwarder. The permit authorizes the applicant to for- 
ward commodities generally, in interstate commerce, (1) be- 
tween points in Maine, New Hampshire, Vermont, Massachu- 
setts, Connecticut, Rhode Island, New York, New Jersey, Penn- 
sylvania, Delaware, Maryland, District of Columbia, Virginia, 
Indiana, Illinois, Michigan, Wisconsin, Minnesota, Iowa, and 
Missouri, and (2) from points in all states east of and includ- 
ing Minnesota, Iowa, Missouri, Arkansas, and Louisiana to 
points in all states west thereof other than Texas and North 
Dakota, and to points in Louisiana and Florida. 

By a report and order in FF-161, F. L. Kraemer & Co. 


TRAFFIC WORLD 


Freight Forwarder Application, the Commission, division 4, has 
found the applicants’ proposed service not to be that of a 
freight forwarder subject to part IV of the interstate commerce 
act, and dismissed the application. Frederick L. Kraemer and 
Charles F. Kraemer, copartners, doing business as F. L. Krae 
mer & Co., of New York, N. Y., sought a permit under section 
410 of the act to institute service as a freight forwarder of 
commodities generally from New York to Savannah, Ga., and 
New Orleans, La. No opposition to granting the application 
had been presented by any one other than the applicants, said 
the report, and that they took the position that the service 
they were performing and sought to continue to perform, was 
not that of a freight forwarder, but was exempt by section 
402(b) or (c) of the act. It said applicants’ principal business 
was that of a foreign freight forwarder and customs broker at 
New York and that they disclaimed all responsibility for ship- 
ments while in transit and claimed to act only in the capacity 
of shippers’ agent, which, it said, was substantiated by the fact 
that they made no profit on the transportation charges of the 
rail carriers, but merely assessed the shippers the rail carload 
rate plus a service charge for their terminal service. It said 
that, at the hearing, applicants’ export manager said applicants 
sought authority to perform a forwarding service like that of 
other freight forwarders and to charge shippers the rail less- 
than-carload rates. Such statement was contrary to the appli- 
cation as filed, the report said, adding that, if the applicants 
sought such authority, proper application should be filed and 
notice thereof given as required by the Commission’s rules, 
and evidence submitted tending to establish that the service 
proposed would be that of a freight forwarder subject to the 
act and consistent with the public interest and the national 
transportation policy. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed én full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


Refrigerating Machinery 


MC C-335, Schaefer, Inc., Formerly Harold L. Schaefer, 
Inc., vs. C. A. Conklin Truck Line, Inc., et al. By division 2. 
Dismissed. Rates charged by motor common carriers on truck- 
load shipments of refrigerating machinery from Tecumseh, 
Mich., to Minneapolis, Minn., found inapplicable. Applicable 
rates determined. The report said the defendants moved that 
the complaint be dismissed on the ground that the Commission 
was without jurisdiction to determine the lawfulness of rates 
in the past as a basis for an action in court for the recovery 
of damages. It said this question had recently been reviewed 
by the entire Commission in Bell Potato Chip Co. vs. Aberdeen 
Truck Line (see Traffic World, April 22, p. 1099). In that 
proceeding, it said, it was found that the Commission had 
jurisdiction to make an administrative determination of the 
lawfulness of rates charged by motor common carriers on past 
shipments. The report also said, in answer to a contention of 
the defendants that the complaint was not filed seasonably, 
that there was no statute of limitations in part II of the inter- 
state commerce act and that no reference was made of record 
to any statute that limited the time within which these claims 
might be filed. The motion was overruled. The report said 
defendants had collected charges based on the fourth-class or 
column-50 rates of 75 cents prior to March 28, 1938, and 83 
cents thereafter, minimum 20,000 pounds, and that complain- 
ant contended that the applicable rates were the correspond- 
ing column-40 rates of 60 and 66 cents. Under a rule contained 
in the governing tariff, the report said the column-40 rates 
were applicable. 

Venetian Blinds 


MC C-363, F. B. Hill, Jr., vs. Pennsylvania Truck Lines, 
Inc. By division 2. Dismissed. Rate charged on less-than- 
truckload shipments of venetian blinds from Columbus, O., to 
Pittsburgh, Pa., found inapplicable. Applicable rates deter- 
mined. The shipments, apparently 49 in number and aggre- 
gating 13,850 pounds, were transported by the defendant in 
the period from February to December, inclusive, 1938, the 
report said, and that charges were collected at the rate of 
61 cents. In that period, it said, the governing national motor 
freight classification (East) provided a _less-than-truckload 
rating of second class (85 per cent of first class) on venetian 
blinds under the general caption “Window Shades.’ Contem- 
poraneously, it said, defendant’s exceptions to the classification 
provided a rating of class 65 (65 per cent of first class) on 
“Window Shades,” without qualification, and that, in 1938, its 
second class rates from Columbus to Pittsburgh were 61 
cents to and including March 27, and 67 cents thereafter. its 
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corresponding class 65 rates were 47 cents to and including 
March 27, 52 cents from March 28 to and including July 17, 
and 51 cents thereafter, it said. It said the issue was solely 
one of tariff interpretation. The classification listed venetian 
blinds in a sub-item under the general caption of window 
shades, it said, and that such action by the carriers, including 
the defendant, indicated that for classification and rate-making 
purposes they considered venetian blinds as coming within the 
generic description of window shades. Having so treated 
venetian blinds in the classification, it said, the defendant could 
and should have employed clearer and more explicit language 
in its exceptions if it intended to exclude them from such treat- 
ment in the exceptions. The applicable rates, it said, were the 
contemporaneous class-65 rates. 


GILBERT TRUCK LINE PURCHASE 

By a report and order in MC F-2386, Fred Bonifield, et al. 
—Purchase—Gilbert Truck Lines, Inc. (Gertrude G. Huitt, 
Trustee), has approved and authorized, with condition, pur- 
chase by Fred Bonifield, Alfred Bonifield and Reuben Boni- 
field, doing business as Bonifield Brothers Truck Lines, of 
Metropolis, Ill., of the operating rights of Gilbert Truck Lines, 
Inc., of East St. Louis. 

The report said that the involved rights were sold to the 
Bonifield partners pursuant to an order of the federal court 
for the eastern Illinois district, after Gilbert Truck Lines had 
been adjudicated bankrupt. The Gilbert authority covered com- 
mon carriage of general commodities, with exceptions, over 
numerous regular routes between St. Louis and points in 
southern Illinois to and from which the Bonifield partnership 
was authorized to operate, and over non-duplicating routes 
principally between Cairo and Tilden, via Ware, Gorham, 
Murphysboro, Ava, and Sparta; between Cairo and Carbondale, 
via Anna; between Cairo and West Vienna, via Whitehill; be- 
tween Vienna and Ozark, via Golconda; and between West 
Frankford and Thompsonville, serving certain intermediate 
and numerous off-route points. 


ALLIED VAN LINES POOLING 

By an order in MC F-1775, Allied Van Lines, Inc.—Pooling, 
the Commission has denied the application of the applicants, 
except one, for reconsideration and approval of the proposed 
transaction under section 5(1) of the interstate commerce act. 
The petition said that, pursuant to the report and order of the 
Commission denying the application for approval of contracts 
for the pooling and division of their respective traffic, service, 
gross, and net earnings, the applicants had revised the pooling 
plan to eliminate the provisions found unlawful by the Com- 
mission (see Traffic World, Jan. 8, p. 73). 


M. & U. REORGANIZATION 

By an order in Finance No. 14316, Middletown & Union- 
ville Railroad Co. Reorganization, the Commission, division 4, 
has approved a maximum compensation of $3,600 a year to be 
paid to Louis F. Zieres, as trustee, and a maximum compensa- 
tion of $2,500 a year to be paid to Elbert N. Oakes, as counsel 
for the trustee, such compensation to start not earlier than the 
effective dates of their appointments. 


Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*W-396. J. Willis Smith Contract Carrier Application. Cer- 
tificate granted. By division 4. Applicant, in the capacity of 
managing owner, found entitled to continue operation as a com- 
mon carrier of commodities generally by self-propelled vessels 
between ports and points on the Chesapeake and Delaware 
Bays, and interconnecting and tributary waters. Public con- 
venience and necessity found to require operation by applicant, 
in the capacity of managing owner, as a common carrier of 
commodities generally by self-propelled vessels between ports 
and points along the Atlantic Intracoastal Waterway and its 
tributaries from Norfolk, Va., to New Bern, N. C., inclusive. 
The certificate was made effective July 26. 

_ *W-584, Hubble Towing Co. Applications, embracing appli- 
cation for substitutiori of Allman-Hubble Tug Boat Co. in lieu 
of Hubble Towing Co. as applicant for a certificate or permit in 
the title proceedings. By division 4. On reconsideration, certifi- 
cate and order issued with prior report, 250 I. C. C. 628, va- 
cated and Allman-Hubble Tug Boat Co. found entitled to con- 
tinue operation as a common carrier by towing vessels in the 
performance of general towage between ports and points along 
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the Pacific Coast and inland waterways in California, Oregon, 
and Washington, except the Willamette River above Portland, 
Ore., and the Columbia River above the mouth of the Willa- 
mette River. The certificate was made effective August 2. The 
report said it had come to the Commission’s attention that 
Hubble Towing Co., a Washington corporation, had been dis- 
solved ‘and was non-existent at the time the prior report was 
issued and that, for this reason, the proceeding was reopened 
for reconsideration. It said the authority granted would au- 
thorize Allman-Hubble to perform towage both by small and 
large craft, citing Application of part III to Transportation by 
Small Craft, 260 I. C. C. 155. The Commission also found that 
suspension of operation by Hubble Towing Co., when its only 
vessel was requisitioned by the War Shipping Administration 
in September, 1942, was caused by circumstances beyond the 
control of Hubble Towing Co. 

*W-579, W. R. Osborn Applications. By division 4. On 
reconsideration, findings in prior report, 260 I. C. C. 65, amended 
to authorize continuance of operation by applicant at Aberdeen, 
Wash., as a contract carrier in furnishing for compensation 
(under charter, lease, or other agreement), non-self-propelled 
vessels to persons other than carriers subject to the act for 
use by such persons in the transportation of their own property. 
The amended permit was made effective August 3, and the per- 
mit and order issued September 4, 1943, was vacated. 


D. C.-VA. PASSENGER FARES 


The Commission has issued a corrected order in No. 28991, 
Passenger Fares Between District of Columbia and Nearby 
Virginia, the effect of which is to reopen the proceeding for 
reconsideration without the restriction, contained in the order 
of May 8, which reopened the proceeding for reconsideration 
“with respect to the matters passed upon by” the federal court 
for the District of Columbia. That court had held the Commis- 
sion’s order in the proceeding, extending the District of Colum- 
bia bus fare zone to include the Pentagon Building and other 
government installations in nearby Virginia, invalid (see Traf- 
fic World, May 13, p. 1309). 

The corrected order assigned the matter for further hear- 
ing before Commissioner Alldredge and Examiner Cummings 
on May 22, at Washington, D. C., “with respect to the matters 
passed upon by the court,” thus retaining the restriction with 
reference to the scope of the hearing, but not with reference 
to the Commission’s reconsideration of the matter. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be prmted in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 23523, Ajax Van Lines, Inc., Chicago, III., common 
carrier. Certificate granted to applicant as successor in interest 
to A. & M. Long Distance Movers, Inc. (successor in interest 
to Emil Mueller, dba A. & M. Return Load Bureau). Household 
goods, (1) between points in O., Ind., and Ky., within 130 miles 
of Cincinnati, O.; and (2) between Cincinnati and points in O., 
Ind., and Ky., within 130 miles thereof, on the one hand, and, 
on the other, points in Ala., Conn., Fla., Ga., Ill., Ia., Md., Mass., 
Mich., Mo., Minn., N. Y., N. J., N. C., Pa. S. C., Tenn., Va., 
W. Va., Wis.. and D. C., over irregular routes. 

*MC 34518, John H. Peters, York, Pa., common carrier. 
Certificate granted on further hearing, and findings in prior 
reports, 26 M. C. C. 809, and 34 M. C. C. 811, modified. Con- 
tinuance in operation, (1) general commodities, with excep- 
tions, (a) between York, Pa.,.and Newark, N. J.; (b) between 
Dallastown, Pa., and New York, N. Y.; and (c) between Dallas- 
town and Washington, D. C., over regular routes, serving speci- 
fied intermediate and off-route points; (2) uncrated new furni- 
ture (a) between Red Lion and York, Pa., on the one hand, 
and, on the other, Boston, Mass.; and (b) from Red Lion to 
Hartford, Conn., over irregular routes; and (3) tobacco, from 
Hatfield, Mass., and Hartford, Conn., to points in York county, 
Pa., over irregular routes. Commissioner Lee concurred in part. 


COMMISSION ORDERS 

No. 17000, Rate structure investigation, Part 7, Grain and grain 
products within western district and for export. Date for filing returns 
to Commission’s show cause order of April 4, postponed to July 15. 

No. 28755, Colorado Portland Cement Co. vs. Apache et al. Order of 
March 16, modified to become effective September 25, on not less than 
30 days’ notice, instead of June 24. 

MC-F 2246, C. D. Thomas, purchase, William D. Norton, Petition 
of C. D. Thomas and William D. Norton, dba Norton’s Bus Line, trans- 
feree and transferor, respectively, to eliminate, cancel, and annul inter- 
state operating rights of William D. Norton between towns of Silsbee 
and Beaumont, Tex., over Federal Highway 96, denied. 

























1370 


No. 28914, E. J. Stanton & Son et al. vs. Ann Arbor et al. Petition 
of complainants for reconsideration, denied. 

No, 25728, Hoboken Manufacturers R. R. Co. vs. Abilene & South- 
ern et al. and No. 25878, New Orleans and Lower Coast R. R. Co. vs. 
A. C. & Y. Ry. Co. et al. Effective date of order of October 13, 1941, 
further postponed from May 15 to December 15. 

No. 28823, Enid Board of Trade, et al., vs. A. T. & S. F., et al. 
Order of March 7, modified to become effective June 26, on not less 
than 10 days’ notice, instead of 30 days’ notice. 

1. & S. 5218, Root vegetables, southwest to east. Order of April 17 
modified to become effective July 26, on not less than one day’s notice 
instead of May 26. 

MC C-336, Dave Wolzinger, dba Pony Express Stages vs. Burlington 
Transportation Co., et al. Petition of complainant for reconsideration, 
denied. 

FF-71, Texas Package Car Co., freight forwarder application. Ef- 
fective date of order of January 21, further postponed to June 27. 

FF-122, Carloader Corp., freight forwarder application. Effective 
date of permit and order of January 20, further postponed to June 26. 

W-15, C. C. Paul & Co., application. Effective date of revised cer- 
tificate and order of February 25, postponed to June 24. 

W-887, Pere Marquette Ry. Co., common carrier application. Effec- 
tive date of certificate and order of February 23, postponed to June 24. 

1. & S. 5262, Leather, from Michigan to Wisconsin and Illinois. 
Petition of respondents for reconsideration, denied. 

W-592, T. J. McCarthy Steamship Co., common carrier application, 
and W-729, Automotive Trades Steamship Co., common carrier applica- 


— Pies date of certificate and order of March 7, postponed to 
uly 3. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 14513, Missouri-Illinois Railroad 
Co. Trustee Operaton, authorizing operation, under trackage rights, by 
Guy A. Thompson, trustee of the Missouri-Illinois Railroad Co., over 
tracks of the Pittsburgh Plate Glass Co., in Jefferson county, Mo. Ap- 
proved. 

Report and order in F. D. No. 14304, Campbell Transportation Co. 
Lease, authorizing lease by the Mississippi Valley Barge Line Co. of the 
property and operating rights of the Campbell Transportation Co. 
Approved. 

Report and order in F. D. No. 14537, New York, Chicago & St. Louis 
Railroad Co. Equipment Trust Certificates, granting authority to assume 
obligation and liability, as guarantor, in respect of not exceeding 
$1,800,000 of New York, Chicago & St. Louis equipment trust of 1944, 
1% per cent serial equipment trust certificates to be issued by the 
Pennsylvania Company for Insurances on Lives and Granting Annuities, 
as trustee; and sold at 99.777 and accrued dividends in connection with 
the procurement of certain equipment. Approved. 


MOTOR FINANCE CASES 

MC-F-2512, Aime V. Plante—Control; Roberts Express, Inc.—Pur- 
chase—Bourgeois Express, Inc. Application for authority under section 
210a (b) of Roberts Express, Inc., of Manchester, N. H., for temporary 
operation of motor-carrier rights and properties of Bourgeois Express, 
Inc., of Greenville, N. H., denied. 

MC-F-2513, J. D. Baggett and W. D. Sellers, Jr.—Control; Baggett 
Transportation Co.—Lease—North Alabama Motor Express, Inc. Appli- 
cation for authority under section 210a (b) of Baggett Transportation 
Co., of Birmingham, Ala., for temporary operation of a portion of the 
motor-carrier rights and properties of North Alabama Motor Express, 
Inc., also of Birmingham, granted, with conditions. 

MC-F-2518, J. V. McNicholas, Sr.—Control; J. V. McNicholas Trans- 
fer Co.—Purchase—Myron §S. Gelbach. Application for authority under 
section 210a (b) of J. V. McNicholas Transfer Co., of Youngstown, O., 
for temporary operation of motor-carrier rights and properties of Myron 
S. Gelbach, doing business as Apex Motor Freight Line, also of Youngs- 
town, granted, with conditions. 

MC-F-2503, Stanley L. Wasie—Control; Merchants Motor Freight, 
Inc.—Purchase—George Harris. Application for authority under section 
210a (b) of Merchants Motor Freight, Inc., of St. Paul, Minn., for tem- 
porary operation of a portion of the alleged motor-carrier rights of 
George Harris, of Rock Island, Ill., denied. 

MC F-2434, Stephen Kurtz, Sr., and Stephen Kurtz, Jr., purchase, 
John A. Patterson Trucking Corporaton. Application for authority un- 
der section 210a(b) of Stephen Kurtz, Sr., and Stephen Kurtz, Jr., do- 
ing business as Steve Kurtz & Son, of New York, N. Y., for temporary 
operation of a portion of the motor-carrier rights of John A. Patter- 
son Trucking Corporation, also of New York, denied. 

MC F-2496, Howard G. Mathews, purchase, Onondaga Freight Cor- 
poration. Application for authority under section 210a(b) of Howard 
G. Mathews, doing business as Mathews Trucking Co., of Fredonia, 
N. Y., for temporary operation of a portion of the motor-carrier rights 
of Onondaga Freight Corporation of Syracuse, N. Y., denied. 

MC F-2517, J. J. Holland, Inc., purchase, Alger Brothers, Inc. Ap- 
plictaion for authority under section 210a(b) of J. J. Holland, Inc., of 
Somerville, Mass., for temporary operation of a portion of the motor- 
earrier rights of Alger Brothers, Inc., of Medford, Mass., granted with 
conditions. 

MC-F-2076, A. S. H. Bender—Control—Arco Auto Carriers, Inc. On 
reconsideration, findings in prior reports, 39 M. C. C. 161, and 39 M. 
Cc. C. 450, modified to authorize acquisition by A. S. H. Bender, of 
Chicago, Ill., of control of Arco Auto Carriers, Inc., also of Chicago, 
through ownership of capital stock, on modified terms and conditions. 

MC F-2030, Interstate Motor Freight System, Inc., of Indiana—Pur- 
chase—Wesson Co. 1. Lease by Interstate Motor Freight System, Inc., 
of Indiana, of certain operating rights and purchase of certain property 
of Wesson Co., of Indianapolis, Ind., approved and authorized, subject 
to condition. 2. Action on the application, to the extent it seeks author- 
ity for purchase of operating rights, deferred. 





TRAFFIC WORLD 


MC F-2493, Clemans Truck Line, Inc.—Purchase—Keeshin Moto: 
Express Co., Inc., and Keeshin Motor Express, Inc. Application for 
authority under section 210a (b) of Clemans Truck Line, Inc., of South 
Bend, Ind., for temporary operation of a portion of the motor-carrier 
rights and properties of Keeshin Motor Express Co., Inc., and Keeshir 
Motor Express, Inc., of Chicago, Ill., granted with conditions. 


PETITIONS FOR REHEARING, ETC. 


Finance 3385, Cambria & Indiana construction. Applicant asks for 
extension of time in which to begin and complete construction of line 
of railroad in Cambria County, Pa. 

No. 28729, Schoen Brothers, Inc., vs. Erie et al. Defendants in offi- 
cial classification territory ask for reopening, reargument and further 
consideration. 

W-614, Sherburne Transportation Co., Inc., common carrier applica- 
tion. American Barge Line Co. asks for hearing and leave to intervene. 

No. 28820, Potash Company of America vs. Aberdeen & Rockfish, 
et al., and related cases. International Minerals and Chemical Corp., 
et al., ask for reopening and reconsideration. 

No. 28760, Midland Cooperative Wholesale vs. Abilene & Southern 
et al. and related cases. Husky Refining Co. asks Commission to sus- 
pend operation of Commission’s order, and for reopening, further hear- 
ing, and/or reconsideration of evidence and arguments, and modification 
of findings and order. 

MC-F 1904, Werner ‘lransportation Co., lease, Bernd Trux, Inc., and 
Keeshin Motor Express Co., inc. Keeshin Motor Express Co., Inc., 
Bernd Trux, Inc., and Werner Transportation Co. ask that an order be 
entered authorizing continuance of lease arrangement for a period of 
two additional years, commencing July 1. 





Railroad Abandonments 


By a report, certificate and order, effective July 1, the 
Commission, division 4, with Commissioner Mahaffie dissenting 
in part, has authorized abandonment by Russell M. Van Kirk 
and the Jacksonville, Gainesville & Gulf Railway of a line of 
railroad extending from Gainesville to Superior, in Alachua 
and Marion counties, Fla., about 33 miles. At the same time, 
the application for permission, nunc pro tunc, for abondonment 
of the portion of the line that formerly extended from Superior 
to Emathla, in Marion county, Fla., was dismissed. This seg- 
ment, the report said, had been abandoned and dismantled late 
in 1939, without permission or authorization from any public 
authority. As to that segment, therefore, the report said the 
application would be dismissed as it presented nothing on which 
the Commission could act. 

The report recited the history of the line, acquisition of 
control of the railroad by the Seaboard Air Line Railway Co... 
the instructions contained in the final decree of the federal 
court for the southern Florida district, and the purchase of the 
property by Russell M. Van Kirk. It said the J. G. & G. had 
been organized to become a subsidiary of the Seaboard and 
that management of the company was provided from Seaboard’s 
roster of officers and directors. From this, and other facts, the 
report said there was no substantial difference in the situation, 
in those particulars, between the J. G. & G. and the Seaboard 
subsidiaries dealt with in Chesterfield & L. R. Co. Receivers 
Abandonment, 244 I. C. C. 20, and Raleigh & C. R. Co. Receiv- 
ers Abandonment, 244 I. C. C. 665. Accordingly, it said, the 
Commission had jurisdiction to determine the application in the 
instant proceeding, both as to interstate and intrastate com- 
merce. Continued operation of the line, it said, would impose 
an undue and unnecessary burden on the applicants and on 
interstate commerce. 

Commissioner Mahaffie said that, “presumably on the 
theory that the operation of this property constitutes or may 
constitute a burden on the Seaboard, the certificate issued 
authorizes abandonment as to both interstate and intrastate 
commerce.” As indicated in the report, said he, the property 
was originally a part of the Seaboard system and that the 
Seaboard might, at one time, have suffered on account of its 
losses. This was no longer the situation, he said, and that the 
certificate should be limited so as to cover only operations in 
interstate and foreign commerce. 


Missouri Pacific in Nebraska 


An application by Guy A. Thompson as trustee of the 
Missouri Pacific Railroad Corporation in Nebraska for author- 
ity to abandon a 25-mile branch line, between a point 0.55 mile 
west of Talmage, Neb., and a point one mile southeast of 
Weeping Water, Neb., has been denied by the Commission, 
division 4, in a report in Fiance No. 14231, Missouri Pacific 
Railroad Corporation in Nebraska Trustee Abandonment. The 
Commission said its findings in the report would be “without 
prejudice to the renewal of the application after the termina- 
tion of the war, if it can be shown that conditions then war- 
rant such action.” It noted that the applicant was a subsidiary 
of the Missouri Pacific, and that its properties were operated 
by the trustee as a component part of the Missouri Pacific 
system. The Commiss‘on said the applicant claimed the average 
annual operating loss on the branch in the years 1938 to 1942, 
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inclusive, was $2,526, but the Commission indicated that the 
applicant’s cost estimates should be revised in several respects. 
Protestants, it said, introduced considerable evidence to show 
that continued operation of the branch was necessary to meet 
transportation needs of industries in the tributary territory. 

“Under existing conditions,” the Commission said, “it is 
doubtful whether any substantial loss has been incurred from 
the operation of the line. At the same time it is apparent that 
the line is not necessary for the movement of overhead traffic. 
... No part of the line is more than 8 miles from another 
line, and while there are grain elevators available thereon 
the testimony shows that farmers have hauled grain away 
from the line for greater distance in order to obtain a better 
selling price. On the other hand, truck operation is becoming 
more difficult because of the shortage of vehicles, gasoline, 
and rubber and the inability to obtain parts and labor for 
repairs. There can be no doubt that the line is in poor physical 
condition and must eventually be rehabilitated at substantial 
expense, but for the present at least, operation can be continued 
under restricted speed. Under all the circumstances we are 
of the opinion that the line should be continued in operation 
during the present emergency... .” 


Missouri Pacific 


By a report and certificate in Finance No. 14505, Missouri 
Pacific Railroad Co. Trustees Abandonment, the Commission, 
division 4, has permitted abandonment by Guy A. Thompson, 
trustee of the M. P., of a line of railroad extending from a 
point about one-half mile east of Barrett Station to a point 
about one-half mile west of said station, and authorized the 
trustee to construct a line of railroad between the same points 
in St. Louis county, Mo. 


D. & R. G. W. 


By a report and certificate, effective May 30, in Finance 
No. 14411, Denver & Rio Grande Western Railroad Co. Trus- 
tees Abandonment, the Commission, division 4, has permitted 
abandonment by Wilson McCarthy and Henry Swan, trustees 
of the D. & R. G. W., of a portion of the Chandler Creek 
branch, extending from a point near Griffith Spur, near Chand- 
ler Junction, to the end of the line at Chandler, 3.13 miles, in 
Fremont county, Colo. The report said the coal mine, to serve 
which the branch had been constructed, had discontinued oper- 
ation in 1942, and would not be reopened. No traffic of any 
description was being moved over the line at the present time, 
and none was estimated in the future, it said, adding that the 
applicants estimated the net salvage value of the line to be 
$10,000. 

Missouri Pacific in Nebraska 


Four out of five protestants and interveners in Fiance No. 
14232, Missouri Pacific Railroad Corporation in Nebraska Trus- 
tee Abandonment, took exception to the statement of Examiner 
Lucian Jorden, in a proposed report in that proceeding, to the 
effect that the Commission should take judicial notice of the 
progress of the war in Europe, and assume that it might end 
within a year from the date of the report (see Traffic World, 
April 15, p. 1040). The examiner recommended that the M. P. 
be permitted to abandon a branch line of railroad extending 
from a point near Auburn, to Crete, approximately 70 miles, in 
Nemaha, Otoe, Johnson, Lancaster, and Saline counties, Neb., 
abandonment to be permitted one year from the date of the 
certificate. 

Those so excepting were the Board of Trade of Kansas 
City, Mo., intervener; the War Food Administrator; the Crete 
(Neb.) Mills; and nine Nebraska cities and villages. Typical 
of the comments was that of the Kansas City board, which 
said that the matter was beyond the judicial notice of the 
Commission, and that the statement was purely speculative 
and in direct contradiction to utterances of many public offi- 
cials. Such a speculative assumption, it said, left the Pacific 
war unaccounted for, and that, to assume that once the 
European front became victorious we would then immediately 
return to full peace time production of all domestic commodities 
failed again to consider the public utterances of many govern- 
ment officials “urging total war to the end.” 


The Nebraska State Railway Commission took the posi- 
tion that, “in view of the extremely speculative and unsatis- 
factory condition of the record, we think it is important to 
stress the fact that not only does the burden lie upon the 
carrier seeking the abandonment, but it must produce evidence 
— leaves no reasonable doubt as to the justification of its 
claim.” 

_ The group of Nebraska cities and villages suggested that 
this might be a good line for the Commission “to experiment 
on” as to whether or not, if heavier rail was laid, ‘it wouldn’t 
result in a saving of this branch line and reducing of the ex- 
benses of the line and an increased profit to the railroad com- 
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pany.” They said that, perhaps one of the reasons why branch 
lines had lost some of their traffic was the fact that they 
had been permitted to run down and to operate on old rails 
which, if taken up, would result in increased speed and better 
service. 

The Missouri Pacific said that, if it was found that con- 
tinued operation of the ‘branch was, and would be, a burden 
on interstate commerce, the act did not empower the Com- 
mission to consider the availability of other transportation, add- 
ing that “the Commission cannot project into the future a drain 
on system earnings which in itself unduly burdens interstate 
commerce.” It said it was significant that, on the record, the 
protestants had failed totally to connect up the continued oper- 
ation of the branch with the prosecution of the war effort. In 
view of these facts, it said, abandonment of the branch should 
be authorized without condition. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in t% have been suspended. Suspension orders contain many sched- 
ules not reproduced here Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. No. 5299, the Commission suspended from 

May 15 until December 15 the operation of certain schedules 
as published in supplement No. 5 to Oregon Electric Railway 
Co.’s tariff I. C. C. No. F-158, and tenth revised page 46 to 
Southern Pacific Co.’s tariff I. C. C. No. 4574 and MF-I. C. C. 
No. 9. The suspended schedules propose to increase the storage 
charges on hops, double compressed, in bales or boxes, when 
stored in freight stations or warehouses of the Southern Pacific 
Co. in Oregon, and at Salem, Ore., on the Oregon Electric 
Railway. 
- In I. and S. M-2419, the Commission suspended from 
May 15 until December 15 the operation of certain schedules 
published in supplement No. 39 to tariff MF-I. C. C. No. 87 
of Central States Motor Freight Bureau, Inc., Agent, Chicago, 
Ill. The suspended schedules propose to restrict truckload com- 
modity rates on articles of iron and steel manufacture, from 
Ohio points to points in the St. Louis, Mo. area, so that they 
will not apply over the routes of Anderson Motor Service Co., 
and in lieu thereof to apply higher class rates. 


LOUISIANA MATERIALS EXEMPTION 


By an order in W-467, Louisiana Materials Co. Inc. Ap- 
plications, the Commission, division 4, has exempted from the 
provisions of part III of the interstate commerce act the opera- 
tions of W. L. Stevens, Roland A. Thomas, and C. O. Harris, 
a partnership, doing business as Louisiana Materials Co., in 
so far as they furnish vessels, for compensation, under charter, 
lease, or other agreement, to persons other than carriers sub- 
ject to the act, for use by such persons in marine construction 
between points in Texas, Louisiana, Mississippi, Alabama, and 
that portion of Florida west of and including Pensacola. The 
order was made effective June 26, and rescinded the order 
entered in the proceeding on September 22, 1943. 

The order said the corporation had been dissolved and that 
the aforementioned former stockholders had entered into a 
partnership agreement. It said they had shown they would 
continue the business in which the corporation was formerly 
engaged and that that business had been exempted by the 
order of September 22, 1943. 


SEATRAIN STATUS 


_ By an order in W-543, Seatrain Lines, Inc., Common Car- 
rier Applications, the Commission has denied a petition of the 
applicant for reconsideration of the Commission’s order of April 
3, overruling Seatrain’s motion for vacation or recission of the 
order of division 4, entered January 27, reopening the proceed- 
ing for hearing, or in lieu thereof for postponement of further 
proceedings pending consideration and determination of the au- 
thority of the Commission to revoke or modify operating rights 
or privileges granted by certificate that had been issued and 
had become effective. 

At a hearing on April 24, Parker McCollester, attorney for 
Seatrain, declined for a second time to introduce evidence con- 
cerning Seatrain’s methods of operation, and insisted that the 
Commission had no authority to reopen the proceeding for the 
purpose of considering modification of a certificate already in 
effect. At that hearing it was agreed that briefs dealing with 
the question of the Commission’s authority would be filed on or 
before May 16 (see Traffic World, April 29, p. 1177). 





HARRY JAFFA PURCHASE 


By an order in MC F-1962, Watson Bros. Transportation 
Co., Inc.—Lease—Harry Jaffa, and MC F-2238, H. H. Holdcroft, 
et al.—Control—Holdcroft Transportation Co.—Purchase— 
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Harry Jaffa, the Commission has denied petitions of Watson 
Bros. Transportation Co. for reconsideration of the order of 
Commissioner Porter in MC F-1962, and for reconsideration of 
the decision of division 4 in MC F-2238, 39 M. C. C. 551, for 
stay of the effective date of the order entered in the latter 
proceeding and for stay of the transfer of the operating rights 
involved. 

After the Commission had prescribed a condition in con- 
nection with the proposed sale of the Harry Jaffa rights to 
Watson Bros., with which condition Harry Jaffa refused to 
comply, he entered into negotiations for the sale of the rights 
to Holdcroft Transportation Co., and that sale was approved 
by the Commission. In the meantime, Watson Bros. had insti- 
tuted suit in the federal court for the Nebraska district seeking 
to prevent the Commission from proceeding further in the mat- 
ter of the Holdcroft purchase of the involved rights (see Traf- 
fic World, March 4, p. 589). In approving the Holdcroft pur- 
chase, the Commission said it was apparent that Harry Jaffa 
would persist in his refusal to comply with the condition 
specified in the Jaffa-Watson proceeding. 


TRUCK RATES INVESTIGATION 


On its own motion, the Commission, division 2, by an order 
in MC C-400, Iron and Steel Articles, Canton, Ohio, to N. Y. 
Points, has instituted an investigation into the reasonableness 
and lawfulness otherwise of the rates for classes lower than 
fourth class, applicable to the transportation of iron and steel 
articles from Canton, O., to 41 points in New York, maintained 
by A & A Truck Lines, Inc., of Canton, in its tariff MF-I. C. C. 
No. 4. 

The order assigned the matter for hearing with I. and S. 
M-2415, at a time and place to be fixed. In that proceeding, the 
Commission recently suspended certain schedules in the afore- 
mentioned A & A tariff, proposing to increase rates on iron and 
steel articles rated lower than fourth class to the level of the 
fourth-class rates, from Canton to various points in Maryland, 
New York, and Pennsylvania (see Traffic World, May 13, p. 
1288). 


MARSHLANDS CARRIERS EXEMPTION 


Following the filing of petitions by various interested 
parties, the Commission, division 4, by an order in Ex Parte 
No. 146, Oil Field Equipment, Marshlands, Louisiana and Texas, 
has extended the period of exemption from the requirements 
of part III of the interstate commerce act of contract carriers 
by water in so far as they are engaged in the operations de- 
scribed in the Commission’s order of August 26, 1941. The 
period of exemption was extended from August 26, 1944, until 
August 26, 1947. 


D. & R. G. W. REORGANIZATION 


The Commission, division 4, by an order in Finance No. 
11002, Denver & Rio Grande Western Railroad Co. Reorgani- 
zation, has modified its order of March 3 so as to increase to 
$4,022.87 the sum of $3,909.25, fixed in that order as the maxi- 
mum limit of final allowance to be paid out of the estate of the 
debtor as the reasonable expenses of the Guaranty Trust Co. 
of New York. The correction allowed $113.62, disallowed in the 
prior report and order, to cover expenditures of counsel on trips 
taken between May 20, 1940, and July 1, 1943. 


PACIFIC TOW BOAT APPLICATION 

As the applicant did not wish to prosecute the application, 
and as no immediate and urgent need for the service had been 
shown, the Commission, division 4, has dismissed the applica- 
tion in W-571, Pacific Tow Boat Co. Temporary Authority Ap- 
plication. The order said the applicant had asked for temporary 
authority to institute operations as a common carrier between 
points on the Pacific Coast and inland waterways in California, 
Oregon, and Washington. 


REPARATION ORDERS 
A reparation order has been issued in No. 28708 (supple- 
mental), Ott Coal Co. et al. vs. Ann Arbor et al., and No. 28708, 
Sub. 1 (supplemental), Wisconsin Retail Lumbermen’s Assn., 
et al. vs. Same. 


DREWER WATER APPLICATION 
In W-166, Howard S. Drewer, of Crisfield, Md., asks for 
authority to continue operation as a common carrier of com- 
modities generally, the year around, to “cover practically all 
points from Miami, Fla., to Bridgeport, Conn.,” including in- 
land waterways. 


CHANGE IN DOCKET 


Hearing in MC 104413, Sub. 3, assigned for May 18, at Casper, Wyo., 
was postponed to a date to be fixed. 





TRAFFIC WORLD 


Ex Parte 148 Rate Suspension 


In further extending until December 31, 1944, the suspen- 
sion of the increased freight rates and charges originall; 
granted in Ex Parte 148, Increased Railway Rates, Fares anc 
Charges, 1942, the Commission, May 15, said further consider- 
ation had been given to the evidence, including current sta 
tistical data in the way of the specified periodical reports of the 
petitioners as stipulated by the parties, and also to the returns 
to its show-cause order or April 17 (see Traffic. World, May 6, 
p. 1231, and May 13, p. 1303). 

; “We find that although petitioners’ net railway operating 
income and net revenue from railway operations have shown 
a definite downward trend in recent months, the revenues 
received by the railroads from their present freight rates and 
charges under present conditions, and, so far as we can rea- 
sonable foresee, for the period to and including December 31, 
1944, will meet the objectives of the national transportation 
policy as defined in the interstate commerce act, and the stand- 


ards of section 15a (2) of the act,” said the Commission, and 
continued: 


Upon the entire record as now supplemented, we are of the opinion 
and find that the added revenues that would result from the increases 
in freight rates and charges authorized in the original report and 
suspended in the report on further hearing are not necessary or justi- 
fied under conditions presently forseeable for the period from July 1 
to December 31, 1944, both inclusive; and that the present general 
level of freight rates and charges will be just and reasonable during 
that period. 


The Commission said it expected petitioners and inter- 
veners, not later than June 19, to publish and file tariffs or 
supplements to tariffs postponing until January 1, 1945, the 
application of all their tariffs so far as they now provided for 
the restoration on July 1 of the increases in freight rates and 
charges authorized by the Commission’s order of March 2, 
1942. Permission to effectuate such publication and filing would 
be granted, it said. It added that the same exemptions provided 
in prior reports with respect to rates reduced at governmental 
request were made in the present findings and order. 

The Commission said the proceeding was continued on its 
docket. 

The Commission also denied the request of the American 
Trucking Associations, Inc., to reopen the proceeding for the 
purpose of receiving evidence that less-than-carload traffic by 
rail failed to pay its proper share of railroad expenses and 
thereby unreasonably burdened other freight traffic, and caused 
impairment of the public service of other modes of transporta- 
tion, and that, pending such investigation, the increases orig- 
ee on less-than-carload freight be restored after 

uly 1. 

The Commission pointed out that similar requests had been 
made by the A. T. A. in its return to the show-cause order of 
October 7, 1943, and that in its supplemental report it had 
said that the lawfulness of less-than-carload class rates as well 
as carload rates, and the relations between them, were in issue 
in No. 28300, Class Rate Investigation, 1939. The general class 
rate proceedings had been set for argument at an early date, 
said the Commission, and continued: 


The representations here made by the motor carriers are grave 
and are of deep concern to the regulating authorities. In this pro- 
ceeding the petitioning carriers merely sought permission to make 
certain increases in their freight rates. Permission would not neces- 
sarily result in increases. Before any mandatory order looking to the 
relief here suggested could be made, the entire character of the pro- 
ceeding would have to be changed, and that perhaps would consume 
more time than the suspension period here contemplated. This request 
is therefore denied. 


As to the request of the National Association of Railroad 
and Utilities Commissioners for outright cancellation of the 
freight rate increases originally authorized, the Commission 
said that the question of permanent suspension of the increases 
was beyond the issue raised by the order to show cause. Re- 
ferring to the statement of the association that “the continuous 
threat of what was intended as ‘emergency’ rates, by periodic 
suspensions long past the emergency which brought them into 
existence, would constitute a new and dangerous technique 
in rate-making, never contemplated by Congress, inimical to 
business confidence, unneeded by the carriers, and destructive 
of regulatory practices proven fair and adequate over the 
years,” the Commission said that no such claims were made 
by any of the many other parties. 


BRIDGE DESTRUCTION ORDER 


By service order No. 202-A, the Commission, division 3, 
has vacated service order No. 202, which directed the Canton 
& Carthage Railroad Co. to forward freight traffic routed over 
its lines via routes most available to expedite its movement, 
because of flood conditions and destruction of a bridge (sce 
Traffic World, April 29, p. 1193). 


in 







nion 
ASES 
and 
usti- 
ly 1 
eral 
ring 


iter- 
3 or 

the 

for 
and 
a se 
ould 
ided 
ntal 


n its 


"ican 
- the 
c by 

and 
used 
orta- 
orig- 
after 


been 
er of 

had 

well 
issue 
class 
date, 


grave 
$ pro- 
make 
neces- 
to the 
e pro- 
nsume 
equest 


ilroad 
f the 
‘ission 
reases 
. Re- 
nuous 
riodic 
n into 
wnique 
cal to 
uctive 
r the 
made 


sion 3, 
Santon 
d over 
ement, 





May 20, 1944 


Pittsburgh Forwarder Application 


The Commission should find past and proposed operations 
of A. Kohrman, J. A. Feldmeier, and I. J. Sheer, a partnership, 
doing business as Pittsburgh Stores Fast Freight Application, 
to be those of a freight forwarder, and issue a permit authoriz- 
ing forwarding of commodities generally from points in Con- 
necticut, Maine, Massachusetts, New Hampshire, New Jersey, 
New York, Pennsylvania, Rhode Island, and Vermont, to points 
in Ohio, Pennsylvania, and West Virginia, said the Commis- 
sion’s Bureau of Water Carriers and Freight Forwarders, in a 
proposed report in FF-64, Pittsurgh Stores Fast Freight Appli- 
cation, embracing FF-114, Pittsburgh Consolidators Application. 

The application in FF-114 should be dismissed, said the 
bureau. In that application, it said, applicants sought authority 
to conduct assembly or consolidation services at New York as 
a distinct and separate service. In assembling and consolidat- 
ing merchandise at New York under the name of Pittsburgh 
Consolidators, applicants did not assume responsibility for the 
transportation of property from point of receipt to point of 
destination, and did not perform or provide for the perform- 
ance of break-bulk and distributing operations at destinations, 
the bureau said. It added that their services and responsibilities 
to shippers in connection with their consolidating operations 
were confined to the terminal area of New York. Such opera- 
tions, it said, were not those of a freight forwarder as defined 
in section 402(a)(5) of the interstate commerce act, and were 
exempted by section 402(c) (2). 

Protestants, it said, alleged that the applicants had not 
served all points covered by the application and that there was 
no proof of public need for extension of their operations. 
Numerous shipments of a diversified character had been for- 
warded by the applicants from or to points in each state re- 
quested, except Vermont, said the Bureau. It added that Ver- 
mont constituted only a small part of the general territory 
from which operations had been performed and that it was 
bordered by and adjacent to those states that had been served 
Section 410(c) provided that permits should specify the terri- 
tories from and to which service might be performed, it said, 
and that the Commission should, therefore, consider the service 
the applicants had performed from the general territory as a 
whole. Inasmuch as Vermont was located in that territory, and 
little forwarder traffic originated at points in Vermont, it 
should be included in the authority granted, the bureau said. 


R. I. Substituted Service 


Saying that the wholly-owned motor subsidiary of the Rock 
Island sought authority to engage in interstate motor-vehicle 
operations without any connection whatsoever with the rail 
service of the parent company, Joint Board No. 135, in a pro- 
posed report in MC 29130, Sub. 34, Rock Island Motor Transit 
Co., Extension, has recommended denial of the application. The 
authority sought was for the transportation of general com- 
modities, with exceptions, over a specified route between East 
St. Louis, Ill., and Kansas City, Mo., with service at 57 inter- 
mediate and off-route points now being served by the Rock 
Island. Discussing the application, the report said: 


Applicant proposes to render a service exclusively by motor vehicle 
but at its discretion certain less-than-carload shipments will move part 
of the intervening distance over the line of the Rock Island. In per- 
forming the described service it is proposed that a bill of lading be 
issued either by applicant or the railroad and that the billing agency 
determines the tariff rate even though the shipment in question may be 
handled partly by applicant and partly by the railroad. The single re- 
sponsibility of the service to pe jointly rendered by applicant and the 
Rock Island is stressed as well as the fact that the telephone and tele- 
graph facilities of the railroad will be available in order to trace ship- 
ments handled by applicant and for certain other operating conveniences. 
Applicant is seeking authority to perform the described motor-carrier 
service without the requirement that there be a prior or subsequent 
movement by rail. In connection therewith, it claims that the break- 
bulk points change from time to time due to the volume of traffic, 
schedules, and certain operating economies involved in the movement 
of freight. Applicant does not desire that we establish any break-bulk 
points on the route sought and has indicated that it expects to operate 
iis heavy line-haul motor equipment between the named terminals. 


_ . The board said that there was now “an ample supply of 
independent operators performing scheduled daily operations 


Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 











between St. Louis and Kansas City, serving certain of the 
named intermediate and off-route points,” and that it was not 
convinced that the way to maintain for the future healthful 
competition between rail and truck service was to give the 
railroads free opportunity to enter the field of transportation 
by motor vehicle and to establish a service strictly competitive 
with, rather than auxiliary to, their rail operations. The record 
failed to establish any substantial public need for the institu- 
tion of a motor-vehicle service by applicant not required in 
coordinated operations with the Rock Island, the board said, 
having previously pointed out that granting the authority asked 
would result in service directly competitive with the rail serv- 
ice of the Rock Island as well as with the service of the exist- 
ing motor common carriers. 


Proposed Reports 


Packing House Products 


I. and S. M-2337, Increased Rates and Charges of Penn- 
N. Y. Truck Lines. By Examiner U. E. Conlon. Proposed inter- 
state proportional commodity rates on fresh and cured meats 
and packing house products from Clarksburg, W. Va., and other 
West Virginia and Pennsylvania points unjust and unreason- 
able. Recommends proposed rates to the Pennsylvania points 
ordered cancelled and proceeding discontinued. By schedules 
filed to become effective December 1, 1948, Penn-N. Y. Truck 
Lines, Inc., proposed increased any-quantity proportional com- 
modity rates on fresh, cured, or preserved meats and packing- 
house products, from Clarksburg, W. Va., to Point Marion and 
Waynesburg, Pa., and 163 West Virginia points, new minimum 
charges a shipment, and a new handling charge. On protest of 
the Office of Price Administration and Wilson & Co., the sched- 
ules were suspended until July 1. The report said that, on De- 
cember 27, 1943, the proposed schedules were permitted to be- 
come effective but the proceeding of investigation was con- 
tinued. It said the proposed handling charge had been with- 
drawn prior to the hearing. It said the proposed rates and 
minimum charges had been constructed with little regard for 
distance, and that, although respondent was clearly entitled to 
additional revenue on the traffic, rates to intermediate points 
higher than those to more distant points were prima facie un- 
reasonable. The report said that, if the rates were to be treated 
as proportional rates, it would be necessary to condemn them 
under the decision in Chicago and Wisconsin Points Propor- 
tional Rates, 10 M. C. C. 556, 17 M. C. C. 573, as no provision 
was made for applying them only on shipments that moved in 
the same unit from the original point of shipment to the final 
destinations. If it was the intent to apply the rates on all inter- 
state traffic transported by respondent from Clarksburg to the 
destinations it was authorized to serve, the report said the 
description of the rates should be eliminated; otherwise they 
should be limited to apply only on shipments moving in the 
same unit from the original point of origin to the final destina- 
tion, and if so limited they could not be applied on carload 
shipments distributed by respondent from Clarksburg. The 
designation of the tariff as one containing proportional rates 
was apparently inaccurate, the report said, since the proposed 
rates appeared actually to be in the nature of distribution rates. 
The rates to Point Marion and Waynesburg, Pa., were unlawful 
because respondent lacked authority to serve such points, it 
said. The report also showed that the respondent paid rail 
charges for icing shipments where they could not be delivered 
the same day. While it could not be determined from the rec- 
ord, the report said that before the respondent assumed any 
icing expense in the future, respondent and the shipper should 
consider whether such assumption of part of the expense of rail 
transportation—the cost of preserving perishable rail shipments 
prior to their delivery being a part of the rail transportation 
charges for which the shipper was liable—was in the nature of 
an unlawful rebate of part of the motor carrier’s freight 
charges. 

Wallboard 


I. and S. M-2297, Wallboard to and from New England. 
By Examiner C. W. Bennett. Proposed cancellation of com- 
modity rates on fiber wallboard between certain points in New 
England, on the one hand, and, on the other, certain points in 
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New York and New Jersey unjust and unreasonable. Recom- 
mends suspended schedules ordered cancelled and proceeding 
discontinued. By schedules filed to become effective September 
13, 1943, respondents, parties to certain joint agency tariffs 
issued by the New England Motor Rate Bureau, Inc., proposed 
to cancel commodity rates on fiber wallboard of stated dimen- 
sions, resulting in increased rates in the territory aforemen- 
tioned. On protest of the Celotex Corporation and the Office of 
Price Administration the schedules were suspended until April 
13, and further postponed by the respondent until July 13. The 
report said the primary purpose of the proposed adjustment 
was to bring the descriptive terms of the commodity-rate items 
into conformity with those used in the respondents’ classifica- 
tion. The current classifications ratings were third class on 
fiber wallboard exceeding % inch in thickness, and fifth class 
when the thickness was % inch or less, it said, adding that 
prior to January 11, 1943, the fifth-class rating applied regard- 
less of the thickness of the board. The proposed schedules were 
published by the bureau as the result of certain respondents 
having been tendered and required to transport a type of 
fiberboard sheets which, although wallboard in the general 
sense of the word, was used chiefly for insulation purposes. It 
said that in New England the transportation characteristic 
given principal consideration by the carriers in establishing 
rates and ratings was the density of the commodity. The evi- 
dence in support of the schedules, it said, amounted to a claim 
that the present rates were not adequate on shipments of fiber 
wallboard of a density of less than 20 pounds. However, it said, 
the schedules were predicated on the thickness of the fiberboard 
sheets and that the record was clear that the thickness of the 
sheets was not necessarily related to their density, and that 
there was no showing that any other transportation character- 
istic varied with the thickness. 


Cold-Packed Fruit 


I. and S. M-2357, Fruit, Pick-up and Delivery Rules, in IIl., 
Minn. and Wis. By Examiner C. J. Peterson. Proposal by four 
motor common carriers, parties to tariff filed by Associated 
Motor Carriers Tariff Bureau, A. R. Fowler, Agent, to establish 
commodity rate of 37 cents, minimum 18,000 pounds, in lieu 
of a higher class rate, on cold-packed fresh fruit from Sawyer 
and Sturgeon Bay, Wis., to Twin Cities, Minn., to meet rail 
competition, proposed to be found unjust and unreasonable; 
and proposal in same tariff to establish rules authorizing pick- 
ups and deliveries of part shipments at carriers’ terminals in 
Chicago or St. Paul without charge proposed to be found not 
shown to be just and reasonable. Cancellation of schedules, 
filed to become effective January 10 and suspended on protest 
of Middlewest Motor Freight Bureau until August 10, proposed, 
without prejudice to filing of new schedules with respect to 
cold-packed fruit, providing a commodity rate of 48 cents a 
hundred pounds, minimum 20,000 pounds. Discontinuance of 
proceeding recommended. The examiner said that there was 
no evidence that the respondent motor carriers (Green Bay 
Transport, Inc., Mercury Motor Freight Lines, Inc., Moore 
Motor Freight Lines, and Smith Transit Co.) needed to main- 
tain a rate of 37 cents to meet rail competition and that the 
proposed rates, 28 per cent of first class, even if made subject 
to a minimum of 20,000 pounds, would be “too low for the 
seasonal movement of this highly perishable commodity requir- 
ing refrigeration as well as expedited and careful handling.” 


Cereal Food Preparations 


I. and S. No. 5255, Cereal Food Preparations, Colorado to 
Utah. By division 3. Discontinued. Proposed rate and minimum 
weight on cereal food preparations, in carloads, from Colorado 
common points to Utah common points, found not just and 
reasonable, and suspended schedules ordered cancelled. By 
schedules filed to become effective September 25, 1943, respond- 
ent rail carriers proposed to cancel commodity rates on cereal 
food preparations, 44 cents, minimum weight 40,000 pounds, 
and 52 cents, at actual weight, when car was loaded to full 
space capacity, from Colorado common points, including Den- 
ver, to Utah common points, including Salt Lake City and 
Ogden, and to establish in lieu thereof only the grain rate of 
44 cents, minimum 40,000 pounds, except that actual weight 
but not less than 30,000 pounds would apply when car was 
loaded to full space capacity. On protest of Pophitt Cereal 
Co., of Denver, and of the Director of Economic Stabilization 
and the Price Administrator, operation of the schedules was 
suspended until April 25, and voluntarily postponed by the 
respondents. The report said Pophitt Cereal Co. manufactured 
only wheat puffs and rice puffs and that it could load to a 
maximum of approximately 12,000 pounds in a 40-foot car 
and from approximately 12,700 to 15,700 pounds in a 50-foot 
car. Maximum loads were achieved only by utilizing the entire 
space in the car, it said, and that the protestant, unlike its 
competitors at other points, was not in a position to load the 
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heavier cereals that would increase the “per-car” weight. The 
report said that in Handling Carload Shipments in West, 246 
I. C. C. 57, a proposed departure from the “elementary prin- 
ciple that a carload minimum weight should not exceed the 
amount which can reasonably and ordinarily be loaded in a 
single car of the capacity and size which the carrier is nor- 
mally in position to furnish,” was considered by the Commis- 
sion and disapproved because of the resulting inefficient use 
of equipment. Inability to load to the minimum proposed for 
puffed cereals would tend to result in a demand for 50-foot 
cars, it said, and that excessive empty hauling to supply the 
demand would follow. The maintenance of a reasonable rate 
subject to a minimum weight that could be loaded in a 40-foot 
car was warranted for puffed cereals from Denver, since cereals 
loading to greater weights could not be shipped therewith in 
mixed carloads, the report said. The Commission ordered the 
suspended schedules cancelled on or before June 19, on not 
less than one day’s notice. 


Boots, Shoes, Etc. 


I. and S. M-2372, Boots, Moccasins, Shoes, and Rubbers 
between Massachusetts Points. By Examiner L. J. Kassel. Pro- 
posed motor common carrier rates on shoes and related articles, 
between Boston, Mass., on the one hand, and Chelsea, Everett, 
Malden, and Watertown, Mass., on the other, in interstate or 
foreign commerce, found to be for transportation subject to 
partial exemption provided in section 203(b)(8) of the inter- 
state commerce act; proposed cancellation of motor common 
carrier any-quantity commodity rates on the same articles be- 
tween Boston, on the one hand, and, on the other, Georgetown, 
Hudson, Marlboro, Stoneham, Wakefield, and Waltham, Mass.., 
in interstate or foreign commerce, just and reasonable. Recom- 
mends order of suspension vacated as to these rates. Proposed 
increased motor common carrier any-quantity rates on the same 
articles between Boston, on the one hand, and certain other 
Massachusetts points, on the other, unjust and unreasonable. 
Recommends cancellation of suspended schedules as to these 
rates, without prejudice to establishment of the following rates: 
Between Boston, on the one hand, and, on the other, Lynn, 28 
cents; Beverly, Peabody, and Salem, 30 cents; Brockton and 
Danvers, 31 cents; Haverhill, 32 cents; and Amesbury, New- 
buryport, and Worcester, 34 cents. By schedules filed to be- 
come effective February 24, and later, Stone’s Express, Inc., 
proposed to increase its rates on boots, shoes, moccasins, and 
rubbers, between Boston, Mass., and 20 points in Massachu- 
setts in interstate or foreign commerce. On protest of the Price 
Administrator and the Director of Economic Stabilization, the 
schedules were suspended until September 24. The report said 
the traffic on which the considered rates would apply originated 
at or was destined to points without Massachusetts. Respondent, 
it said, performed the transportation for shippers or consignees 
between Boston and other Massachusetts points, rail lines or 
other transportation agencies performing the transportation 
between Boston and points without the state. The respondent’s 
transportation, it said, was in interstate or foreign commerce, 
but that it did not appear to be under a common control, man- 
agement, or arrangement between respondent and the other 
transportation agencies. Suth transportation when performed 
between points within a commercial zone was exempt from 
regulation, it said, and added that Boston, Chelsea, Everett, 
Malden and Watertown were in the Boston commercial zone 
and that, accordingly, no determination should be made re- 
specting the rates between those points. As to the rates pro- 
posed to be cancelled, the report cited instances where higher 
rates were charged for shorter distances and said that no rea- 
sons had been advanced to justify the proposed minimum 
charges of 30 cents between Boston and Brockton and of 40 
cents between the less distant points. The proposed commodity 
rates were not properly related to distance, it said, and that 
they were maladjusted and were unjust and unreasonable. 


Motor Proposed Reports 


(Recommended orders in proposed motor renorts, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably jiled by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown ‘n “black face’ type, 
with name of town or city following.) 


Pennsylvania (Tunkhannock)—MC 54555, Sub. No. 1, Al- 

mon D. Baker, dba Baker’s Motor Freight. Denial of 
certificate proposed, for want of prosecution. General commodi- 
ties, with exceptions, between Wilkes-Barre and Towanda, Pa., 
Wilkes-Barre and Montrose, Pa., and Scranton and Troy, Pa., 
over regular routes. 


Michigan (Hudsonville)—-MC 55854, Sub No. 2, Jacob A. 
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Tigelaar and Henry J. DeWeerd. Certificate proposed. Service 
to Riverdale, Ill., as off-route point for pick-up of live stock 
feeds destined to Hudsonville, Mich., and points within 20 miles 
of Hudsonville, in connection with applicant’s present regular 
route authority between Chicago and Hudsonville. 

New York (Lake Huntington)—-MC 93942, Sub. No. 1, 
William Nober. Certificate proposed. Passengers and baggage, 
in special operations in non-scheduled door-to-door service, 
limited to transportation of not more than six passengers in 
any one vehicle, exclusive of driver or children under 10 years 
of age who do not occupy a seat or seats, in period from May 15 
to September 30, inclusive, of each year, between New York 
City, on the one hand, and, on the other, points in Cochecton 
township, Sullivan county, N. Y., over irregular routes. 

Missouri (St. Joseph)—MC 60078, Sub. No. 7, Home Oil & 
Gas Corporation. Permit proposed. Petroleum and petroleum 
products, in bulk, in tank trucks, over irregular route from 
Kansas City, Kan.-Mo., and Fairfax Industrial District to Galla- 
tin, Mo., and points in specified areas of Iowa and Missour1. 

New York (Yonkers)—MC 17011, Sub. 1, Marval Trans- 
portation, Inc., extension. Permit proposed. Sugar, in bags or 
barrels, and syrup, in barrels or cans, from Yonkers, N. Y., to 
points in N. Y. and N. J. within 50 miles of Yonkers, and points 
in Conn., within 30 miles of Yonkers, over irregular routes, and 
rejected shipments and empty containers of said commodities 
on return. 

Pennsylvania (Boyertown)—-MC 21866, Sub. 16, Winfield 
Alfred West, extension. Certificate proposed. Fruit juices, from 
Fleetwood, Pa., to all points in N. J., over irregular routes, 
and empty fruit juice containers, on return. 

West Virginia (Wheeling)—MC 31285, Sub. 1, Tower Truck- 
ing Co., Inc., common carrier. Denial of certificate proposed. 
General commodities, with exceptions, between all points in 
Pa. and O. within 40 miles of and including Pittsburgh, Pa., 
and those in W. Va., in a described area, on the one hand, and, 
on the other, Martinsville, Va., all points in N. C., S. C., and 
those in a described area of Ga., over irregular routes. 

New Hampshire (Exeter)—MC 91742, Sub. 5, William J. 
Marshall, Jr., extension. Denial of certificate proposed. Pas- 
sengers and their baggage, between Eliot, Me., and Dover, 
N. H., over a specified route. 

Pennsylvania (Lock Haven)—-MC 102350, Sub. 3, Helen C. 
Byrol, extension, embracing MC 102350, Sub. 4, Same. Denial 
of certificates proposed. In MC 102350, Sub. 3, special com- 
modities, from Lock Haven, Pa., to New York, N. Y., and 
Paterson and Passaic, N. J., and from New York, N. Y., to Lock 
Haven, over irregular routes. In MC 102350, Sub. 4, special 
commodities, from certain points in N. Y., N. J., Md., Mich., 
and O., to Lock Haven, over irregular routes. 

Oklahoma (Miami)—-MC 104949, W. S. Jordan, common 
carrier. Certificate proposed. Household goods, between points 
in Ottawa, Delaware and Craig counties, Okla., on the one 
hand, and, on the other, points in Kan. and Mo., over irregu- 
lar routes. 

Missouri (Kansas City)—-MC 4189, Sub. 1, Dorsie B. Pow- 
ell, Lloyd Earl Lefevers and Melvin Dean Van Tuy], extension. 
Permit proposed. Brick and tile, from Coffeyville and Iola, 
Kan., to points in a described area of Mo. 

Pennsylvania (Nanticoke)—-MC 96528, Michael Zeedock, 
common carrier. Denial of certificate proposed, for want of 
prosecution. Household goods, between Nanticoke and points 
within 15 miles thereof on the one hand, and, on the other, 
points in Pa., N. Y., N. J., Gonn., Md., Del., D. C., Va., W. Va., 
and O., over irregular routes. : 

Kansas (Americus)—MC 60328, Sub. 1, C. A. Milliken, ex- 
tension. Denial of certificate proposed. Fencing materials, be- 
tween Kansas City, Mo., on the one hand, and Americus, Kan., 
and points within 10 miles of Americus, on the other, over 
irregular routes. 

Georgia (Atlanta)—-MC 104724, R. Q. Black, contract car- 
rier. Permit proposed. Malt beverages, in containers, from 
Atlanta, Ga., to Ft. McClelland, Opelike, and Tuskegee, Ala., 
and empty malt beverage containers on return trips, over ir- 
regular routes. 


Oklahoma (Bixby)—-MC 104939, Garrett Ramsey, common 
carrier. Certificate proposed. Feed, cottonseed cake and meal, 
and used farm machinery, between points in Tulsa county, 
Okla., on the one hand, and, on the other, points in Kan., Ark., 
Mo., and Tex.; livestock, from points in Tulsa county to Ft. 
Smith and Little Rock, Ark., and Kansas City, Mo.; and 
unmanufactured agricultural commodities, from points in Tulsa 
county to Kansas City and St. Louis, Mo., and Wichita and 
Topeka Kan., over irregular routes. 

Virginia (Narrows)—-MC 104886, Eugene Ball, common 
carrier. Certificate proposed. Bituminous coal, from Raven and 
Swords Creek, Va., and points within five miles of each, and 
from Pocahontas, Va., and points in Va. within two miles there- 
of, to points in Giles county, Va.; mining timber, from points 
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in Giles county to the above-describefi origin points and ter- 

ritory; and sand, from Narrows, Va., and points within three 

miles thereof to Raven and Swords Creek and points within 

five miles of eaeh, and to Pocahontas, and points in Va., within 

two miles thereof, over irregular routes. 

Michigan (Jackson)—-MC 104834, Sub. 1, B. F. Richardson, 
common carrier. Certificate proposed. Petroleum products, in 
bulk, in tank trucks, from Toledo, O., and points within 15 
miles of Toledo, to Jackson, Mich., and points within 15 miles 
of Jackson, over irregular routes. 

New York (New York)—MC 7970, Ansonia Van & Storage 
Co., common carrier. Denial of certificate proposed. Ansonia 
Van & Storage Co., as successor in interest to George Howell, 
found to have failed to establish right to a “grandfather” cer- 
tificate, as to household goods, between points in 24 states and 
D. C., over irregular routes. 

Missouri (Joplin)—-MC 86928, Sub. 5, C. E. Reynolds, ex- 
tension. Permit proposed. Petroleum products, in bulk, in tank 
trucks, from Barnsdall, Cleveland, Tulsa, Sand Springs, Bris- 
tow, Drumright, and Enid, Okla., to points in Jasper, Newton, 
Lawrence, and Barry counties, Mo., and to Springfield and 
Golden City, Mo., over irregular routes. 

New York (New York)—MC 66562, Sub. 554, Railway 
Express Agency, Inc., extension. Certificate proposed. Express 
matter moving in express service, between Rockland and Union, 
Me., over a described regular route, subject to conditions that 
the service be limtied to that which is auxiliary to, or supple- 
mental of, express service, and to shipments moving on a 
through bill of lading, or express receipt, covering, in addition 
to a motor-carrier movement by applicant, an immediately 
prior or immediately subsequent movement by rail, air, or 
water. 

Illinois (Chicago)—-MC 47389, Federal Truck Lines, com- 
mon carrier, embracing MC 47389, Sub. 1, Same, Extension. 
Denial of certificate proposed in each proceeding. In MC 47389, 
on further hearing, continuance in operation, general commodi- 
ties, between points in Ill., Ind., O.» and Ky., over specified 
routes. In MC 47389, Sub. 1, public convenience and necessity 
found not to require operations substantially similar to those 
in MC 47389. 





FORWARDING BY PORTO RICAN EXPRESS 


Examiners C. Elliot Stiles and Leland F. James have 
recommended, in a proposed report in FF-121, Porto Rican Ex- 
press Co. Freight Forwarding Application, issuance of a per- 
mit authorizing continuance of operations as a freight forwarder 
with respect to traffic exported or imported through the port 
of New York, N. Y., and various other ports. 

Specifically, the examiners proposed that the applicant be 
authorized to forward, until December 31, 1945, general com- 
modities between the port of New York and all other U. S. 
ports south thereof on the Atlantic coast and on the Gulf of 
Mexico and the Pacific coast, “such traffic being imported or 
for export through these respective ports;” to forward, with- 
out limitation as to time, general commodities from the Chicago 
commercial zone to the port of New York for export, and to 
forward imported general commodities from the port of New 
York to points in Arkansas, Connecticut, Georgia, Illinois, Iowa, 
Kentucky, Maryland, Massachusetts, Michigan, Minnesota, Mis- 
souri, New Jersey, New York, Ohio, Pennsylvania, South Caro- 
lina, Vermont, Virginia, Wisconsin and the District of Columbia. 

With respect to the operations for which they recommended 
a grant of temporary authority, the examiners said that the 
applicant had found it necessary, since March 28, 1942, to 
provide such service “because of the uncertainty of steamship 
operations from the port of New York occasioned by the present 
war, and the diversion of vessels to other ports.” They said 
the applicant had held itself out, “for some years prior to 
May 16, 1942, and continuously since.” to perform the service 
proposed to be authorized without limitation as to time. 


CLIFTON TOWING AUTHORITY 


The Commission’s Bureau of Water Carriers and Freight 
Forwarders recommends, in a proposed report in W-26, Clifton 
Towing Co. Contract Carrier Application, on reconsideration, 
that findings in the prior report of July 22, 1943, be affirmed 
and that an order be issued permitting the certificate and order 
issued on that date to become effective. 

The bureau said the Commission should affirm the findings 
(1) that applicant was in bona fide operation on January 1, 
1940, and continuously since, as a common carrier by non-self- 
propelled vessels with the use of separate towing vessels in the 
transportation of commodities generally, in interstate or for- 
eign commerce, between points on the Tennessee River and its 
tributaries below and including Waterloo, and that portion of 
the Ohio River lying between its confluence with the Tennessee 
River and Cairo, inclusive; and (2) that present and future 
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public convenience and necessity require operation by applicant 
as a common carrier by non-self-propelled vessels with the use 
of separate towing vessels in the transportation of commodities 
generally between ports and points on the Tennessee River from 
Waterloo to and including Guntersville; and between such ports 
and points, on the one hand, and, on the other, all points in- 
cluded in (1) as aforementioned. 

The bureau said that the conclusion in the prior report that 
the granting to applicant of authority to serve points other than 
those on the Tennessee River below and including Guntersville 
and that portion of the Ohio River below its junction with the 
aneeese River would not be warranted and should be 
affirmed. 


STEVENS & CO. EXEMPTION 


In a proposed report in W-897, Stevens & Co.—Exemption 
Section 302(e), the Commission’s Bureau of Water Carriers 
and Freight Forwarders has recommended that the application 
for exemption under section 302(e) in the furnishing of vessels 
for use in marine construction between ports in Louisiana, 
Texas, Mississippi, Alabama, and a part of Florida, be granted. 
The bureau said the Commission should find that regulation 
of applicants in the described service was not necessary in 
order to effectuate the national transportation policy, citing 
W-467, Louisiana Materials Co., Inc., Applications, decided Sep- 
tember 22, 1943, and W-375, W. Horace Williams Company— 
Exemption, Section (302-e), decided June 15, 1942. 


SOUTHERN RY. BRANCH PURCHASE 


If future operations were judged by the past, it was not 
improbable that the applicant would be unable to meet the 
payments agreed on, said Examiner R. Romero, in a proposed 
report in Finance No. 14447, Washington & Old Dominion Rail- 
road Purchase, in which he recommended that the proposed 
purchase be denied. The application involved a request for 
authority for the W. & O. D. to purchase the so-called Blue- 
mont branch line of railroad of the Southern Railway Co., 
extending from a point at Alexandria to Purcellville, Va., ap- 
proximately 46.44 miles, and 5.9 miles of spurs and sidings. 

The examiner pointed out that operations for the three 
years 1938-40 had resulted in an average net loss of $6,523 
a year, and that the three years 1941-43 could hardly be con- 
sidered normal years, particularly 1942 and 1943 when, he said, 
the substantial increases in traffic were the result of a building 
project adjacent to the line. He said the total monthly pay- 
ment under the purchase agreement would average $645 for 
a period of 90 months, at the end of which time the note for 
the largest amount, $45,000, would be liquidated. In addition 
to that note, he said, the W. & O. D. would complete the 
purchase price of $60,000 by two further notes, one for $10,000, 
and one for $5,000, payable 8 years after date. 

eli m™ , 
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dterstate ‘Automobile Traffic 


New Automobiles in Interstate Commerce, object to the use 
of out-of-pocket costs or full allocated cost as the sole basis 
for measuring the reasonableness or lawfulness of competition 
between different types of transportation; voice the thought 
that the Commission, since passage of the motor carrier act, 
has “failed to arise to its new duties and obligations,” and 
has “blessed” all railroad rate reductions “on one theory or 
another;” and disagree with the examiners’ report as to the 
proper field for exercise of the minimum rate power and 
their concept of what constitutes destructive competition. 

In their proposed report, the examiners recommended that 
the Commission find not shown unlawful interstate rates, 
charges, rules, regulations and practices throughout the United 
States for the transportation of new automobiles by rail, in 
carloads, by truck-away, tow-bar, or drive-away methods, and 
by any of these methods in conjunction with water carriage. 
They recommended discontinuance of the proceeding, adding 
that it might well be later reopened by the Commission in the 
event the carriers failed to heed “admonitions” that the carriers 
study their rates and correct, before the involved traffic again 
began to move, any of them that appeared unlawful (see Traffic 
World, Jan. 22, p. 201). 

The American Trucking Associations;~Inc.,.said the Com- 
mission had followed the same “narrow theory of cost test” 
as prevailed prior to 1935, in viewing competitive rates between 
railroads and motor carriers. All of the involved cases, it 
said, flowed from “the failure of the Commission to compre- 
hend that it now has a duty to promote sound economic con- 
ditions in all types of transportation, and, in the fulfillment of 
that duty, it is now a national transportation commission in- 


Ws 
Exceptions filed by various parties to the proposed report of . 
Examiners William A. Disque and H. C. Lawton in No. 28190, °* 
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stead of an ‘investigation and suspension board for railroad 
rates.’ ”’ 

“Considering the cost which is involved in proceedings 
such as this,” said the association, “it is discouraging to read 
eighty-seven pages of report without discovering a trace of 
anything of substance, indicating consciousness of the trans- 
portation policy. 

“Ever since the motor carrier act was passed, the Commis- 
sion has closed its eyes to the national transportation policy, 
and has failed to arise to its new duties and obligations. The 
railroads have been permitted to cut rate after rate, in every 
conceivable manner and to repeat the process. During those 
years, we have read report after report wherein the Commis- 
sion has either applied the cost test or held that the motor 
carrier had failed to sustain the burden of proof. Generally 
speaking, all the railroad rate reductions have been blessed by 
the Commission on one theory or another.” 

The association took the position that (1) the equalization 
of service disability differentials with respect to particular com- 
modities and between competing types of transportation should 
not be approved as a policy in competitive rate making; and 
(2) that the equalization of cost disability differentials with 
respect to particular commodities and between competing types 
of transportation should not be the controlling factor in com- 
petitive rate making. 

It asked the Commission to disapprove the report ‘“‘be- 
cause it does not apply proper legal criteria consonant with 
the national transportation policy.” The Commission should 
find, it said, that it had both the power and the duty to pre- 
scribe rates that would promote sound economic conditions, 
and that, in doing so, it was not bound by any narrow theory 
of reasonable rates, based solely on costs, adding that luxury 
traffic should take a higher percentage of the transportation 
burden in order that the public might have the benefit of 
reasonable rates for low grade commodities. The public could 
have the benefit of rates flowing from inherent advantages 
only if the carriers having such advantages were permitted to 
handle the traffic without destructive competition from carriers 
with disabilities. To divide the traffic artificially could only 
have the effect of depriving the public of the service and rates 
flowing from inherent advantages, it said, and that the Com- 
mission should prescribe rates that would preserve the “serv- 
ice benefits of carriers with inherent advantages.” 

“Rates and service are equal concomitants of inherent ad- 
vantages,” the A. T. A. said, “and there is no authority in law 
for promoting one at the expense of the other. The floor for 
rates of a disability carrier with respect to particular com- 
modities, is the rate which is required to preserve the superior 
service of the carrier with inherent service advantages. This 
record indicates that such a floor should be established here 
at about 500 miles.” 

The A. T. A. said the examiners did not have the benefit 
of the opinion of the Supreme Court of the United States in 
No. 105, Eastern-Central Motor Carriers Association, Middle 
Atlantic States Motor Carrier Conference, Inc., et al., appel- 


. lants, vs. The United States of America and Interstate Com- 


merce Commission, when preparing the instant report. To com- 
pare that decision with the cases cited by the examiners in 
their report was to disclose that the cases were not controlling 
because they were decided when the Commission had jurisdic- 
tion over railroads only, and that where the Commission had 
dealt with competitive rates between railroads and motor car- 
riers, it had failed to apply proper legal criteria, the associa- 
tion said. It said the Supreme Court had reversed the Com- 
mission in the case cited “on the sole ground that the Com- 
mission’s report didn’t disclose the slightest comprehension of 
duties and obligations as a national transportation agency with 
jurisdiction over competing forms of transportation.” (See 
Traffic World, Feb. 12, p. 393.) 

The brief of exceptions filed on behalf of the National 
Automobile Transporters Association, Inc., asked for oral argu- 
ment. It said that, in lieu of “the policy of inaction recom- 
mended by the examiners,” it asked the Commission to take 
some definite step that would be interpreted as in disapproval 
of the rate-cutting practices indulged in from 1938 until pro- 
duction ceased, and expressed the hope that the final report 
would be so worded as to lay down constructive suggestions 
as a guide for the future. 

Having differed with what it said was the theory of the ex- 
aminers,—that the exercise of the Commission’s minimum (or 
exact) rate power was not called for unless destruction actually 
faced a carrier or unless it had actually been destroyed,—the 
association said that, if the Commission was reluctant to enter 
a minimum rate order in view of the fact that the traffic was 
not moving it could, at least, “make some concrete suggestions 
which would serve as a guide in setting up rates to apply when 
commercial production is resumed.” It continued: 

For example, it could definitely state whether the rail carriers, in 
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the light of lower costs, should be permitted to maintain lower rates 
as-~a-means of offsetting the differences in total services and putting 
them in a better competitive position. It could approve or disapprove 
a return, as nearly as possible, to the first class rate level traditionally 
regarded as reasonable on the traffic. Or at the very least it could give 
some indication that rate cutting has gone for enough and that the 
present level of rates should not be disturbed. In the latter event the 
members of our association stand ready to ‘‘peg’’ their rates over rail 
rates to the extent the Commission may find reasonable in the light 
of any finding it may make as to differences in costs, etc. This, at least, 
would preserve the existing level. 

In any event, we ask that the Commission reject the recommenda- 
tions of the examiners as such action would be tantamount to an 
approval ofthe past methods and practices in making rates, 


x “As to those “methods and practices,” the automobile trans- 
porters’ association alleged that the Chevrolet Division of Gen- 
eral Motors “in effect writes the railroad tariffs.’”’ It said that 
the Chevrolet Division showed the railroads the “low-cost con- 
tract carrier rates theoretically extended so as to cover long 
hauls,” and informed the railroads that their rates must be 
made 8.5 cents a 100 pounds lower than the “extended” truck 
rates or else Chevrolet might have to divert traffic to the trucks. 
This had continued for several years, the association said, 
although there had been no change in the situation under which 
the short hauls went exclusively to the trucks and the long 
hauls exclusively to the rails. After the rail rates had been 
made 8.5 cents under truck rates to satisfy Chevrolet, it said, 


‘the Chrysler organization had announced that it would in no 


case pay higher rates for truck than for rail service, “‘so the 
truck rates naturally gravitate to the rail level.” This would 
have gone on had not the war intervened, it said, and that 
the rail carriers had made it plain that they would continue 
to make rates on the “differential” plan as fast as a parity 
was created by the reduction of truck rates to the rail level. 

It sata@-that;- if the Commission adopted the examiners’ 
statement to the effect that so long as rates on this traffic 
showed something between “out-of-pocket” and “fully dis- 
tributed” costs the reductions could not be halted by exercise 
of the minimum rate power, “it simply means that that body 
will put its official imprimatur on a deliberate campaign of 
rate reductions which has been wholly futile so far as a division 
of the traffic is concerned and which was inspired and put in 
motion by a powerful shipper which, as it always has, continued 
pe =~ its traffic approximately ‘50-50’ as between rail and 
ruck.” 

When the Commission should invoke its minimum (or ex- 
act) rate power must be bottomed on two basic considerations, 
the association said: (a¥ What is the normal rate level on the 
studied traffic and how far below normal have the rates been 
made to fall, and (b) the bona fides of the competition and, 
above all, whether it has attained its objective or has simply 
created a downward spiral in the rate structure with no other 
appreciable results. 

Although it cited twenty-five exceptions to the proposed 
report, Chrysler Corporation said, in its “conclusion,” that a 
great deal more could be written in criticism of it, adding that 
it was “full of inconsistencies, unwarranted assumptions, un- 
ee and excuses for inaction where action is re- 
quired.” ————< 


_ Chrysler grouped its twenty-five exceptions under four 
points, as follows: 


The examiners erred in failing to find that the rates on new auto- 
mobiles from Detroit and Evansville are unjust and unreasonable and 
unduly prejudicial to Chrysler and its dealers in violation of sections 
1 and 3 of the act in comparison with the much lower rates from the 
assembly plants of Chrysler’s competitors to common destinations and 
in excusing the great discrepancies in the rate levels on the ground of 
supposed differences in competition with motor truck carriers. 

The examiners erred in failing to recommend that the Commission 
find that the classification rating of new automobiles in all classifications 
is unreasonable to the extent that it exceeds fourth class in carloads. 

The examiner’s findings and discussion regarding the so-called cost 
studies and the conclusions to be deduced therefrom are in various 
respects incorrect and unsound. 

In regard to relative fitness (referring to the examiners’ conclusions 


that railroad service is superior for long hauls while motor truck trans- | 


portation is better for short haul traffic). 


Chrysler asked findings in conformity with those objections, 
and for oral argument. 


Root Vegetables, Texas to East 


_ Respondent Official Territory rail carriers include six pages 
of comparisons between the ‘“‘examiner’s report of facts,” and 
“the division’s statement of facts,’ in a petition for reconsidera- 
tion by the entire Commission of the decision of division 2 in 
I. and S. 5218, Root Vegetables—Southwest to East, as illus- 
trative of the need for a re-written decision “with restoration 
ec! correct and proper records facts removed from the examiner’s 
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report together with other evidence which proves respondents’ 
case, to the end that the proposed schedules shall be found rea- 
sonable and lawful.” 

In that proceeding, the Commission, division 2, found not 
shown to be just and reasonable a proposal by rail carriers 
serving the affected territory to cancel their rating of column 
38, minimum 20,000 pounds, on carload shipments of root 
vegetables (primarily carrots and beets) with tops, from origins 
in the southwest to destinations in official territory, leaving in 
effect a rating of column 33%, minimum 24,000 pounds, on 
such shipments and existing lower combinations of rates to 
C. F. A. territory (see Traffic World, April 29, p. 1163). 

“If the Commission in reviewing the decision herein will 
but compare that document with the examiner’s report, observ- 
ing the parts of the report which have been deleted, observing 
also the almost complete elimination of respondents’ justifica- 
tion, observing that even as written the report supports and de- 
mands a different conclusion, it should be apparent that the 
respondents would be negligent in their duty did they not file 
a petition for reconsideration of this decision thereby exhaust- 
ing their remedies before the Commission and at the same time 
giving the entire Commission an opportunity to do justice,” 
said the petition. 

The Official Territory carriers said the record made indis- 
putable certain established facts and that the decision erred in 
not frankly stating them, as follows: 


(1) That the suspended rates are on the exact basis fixed by the 
full Commission in the Southwestern Vegetable Cases, 200 I. C. C. 355; 
209 I. C. C. 606; and 214 I. C. C. 63, and are therefore lawful, reason- 


/ able, and have freely moved the traffic in the past. 


(2) That changed conditions primarily consist in the maintenance 
of the same rates on these vegetables despite increases applied to 
traffic generally and despite the fact that the commodities in issue 
have more than doubled in value, proving that the proposed rates are 
now less than reasonable. 

(3) That the proposal removes the discrimination which now exists 
with competitive southern territory to official territory markets, a com- 
petition having already been recognized by the Commission in the 
Southwestern Vegetable Cases. 


(4) That the proposal eliminates the discrimination whereby lower 


grades of the same commodity do not enjoy the preference accorded the 
higher grades. 


(5) That the proposal eliminates the preference whereby less-than- 
carload shipments in light loaded mixed cars enjoy rates not available 
to the same commoaity in a comparable straight carload. 


(6) That the rates proposed will remove the indefinite, ambiguous 
rate structure and the recognized tariff confusion and make effective 
uniform rules which the Commission has stated were not complicated. 

(7) That the proposed rates will remove the depressed and prefer- 
ential basis which was promulgated illegally, contrary to the expressed 
will of the participating official territory carriers. 


The carriers asked the Commission to postpone indefinitely 
its order in the proceeding ‘while the Commission has an op- 
portunity to consider this petition, and, after such considera- 
tion, it is respectfully requested that the Commission find the 
proposed schedules are lawful in every respect, and further 
find that it would be unlawful for the carriers not to make such 
schedules effective.” If the Commission thought argument would 
be helpful, the carriers said they would be glad to cooperate. 


Grain Rates Parity 


The Board of Trade of Kansas City, Mo., has asked the 
fommission to vacate the findings and orders in No. 17000, 
art 7, Rate Structure Investigation—Grain and Grain Products 
ithin the Western District and for Export, to the extent that 

they required, or had been interpreted to require, a parity of 
rates on wheat and the coarse grains. The request was made 
in a reply to the Commission’s show-cause order of April 4, 
‘in which the Commission asked the respondents in No. 17000 
‘and all other interested parties to show cause why all outstand- 
ing findings and orders in the proceeding to the extent that 
| they required, or had been interpreted as requiring, a parity 
in rates on coarse grains and wheat, should not be vacated 
(see Traffic World, April 22, p. 1100). The order was issued 
at the time the Commission’s decision in I. and S. No. 5236, 
Feeding Grains in W. T. L. Territory, was served. In that pro- 
ceeding, the Commission ordered cancelled schedules proposing 
cancellation of temporary emergency rates on feeding grains 
in a portion of Western Trunk-Line Territory. 

The Kansas City board said it was by no means certain 
that the order of October 22, 1934, required actual parity of 
rates. The rates prescribed in the appendix to the Commis- 
sion’s report of that date, it said, were specified for “wheat and 
coarse grains,” but that it was clear that the rates were max- 
ima only. If, therefore, the order was held to prohibit lower 
rates on coarse grains than on wheat the authority must be 
found in the idea that the relationship of those rates to the 
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corresponding rates was a “practice,” it said, and that this 
rate relationship would scarcely be considered as a practice. 

It said there was nothing in the report to indicate an in- 
tention to require the application of the prescribed coarse grain 
rates as minimum rates. Historically, it said, the rates on 
coarse grains did not naturally follow the evolution of the 
wheat rate structure. After quotinng from National Council of 
Farmers’ Cooperative Associations vs. Director General, 56 I. C. 
C. 399, the board said it appeared that in some parts of the 
western district a parity was observed, but that in other sec- 
tions a difference had developed, and that those differences 
ranged from one-tenth of one cent to 7 cents less than the cor- 
responding wheat rates, reflecting the differences in transpor- 
tation conditions affecting different coarse grain rate adjust- 
ments. The cited case was decided, said the board, while the 
roads were under federal control, and that the Commission in 
the light of the conditions then prevailing could not find that 
the coarse grain rates were unreasonable, and that the com- 
plaint had been dismissed. 

Later, in 1921, it said, the Commission had found the coarse 
grain rates then in effect to be unreasonable to the extent that 
they exceeded rates 10 per cent less than the corresponding 
wheat rates, citing Rates on Grain, Grain Products, and Hay, 
64 I. C. C. 85, 100. This basis had continued until July 1, 1935, 
it said, when the present parity with wheat rates became effec- 
tive under the findings and orders in No. 17000. 

Saying that the orders and findings in the proceeding 
should not be allowed to operate against the establishment of 
reasonable rates on coarse grains, the board said it had noth- 
ing to offer to the Commission on the question of a reasonable 
maximum level of coarse grain rates. It had no complaint 
with the general level of present coarse grain rates, it said, 
but suggested that, if conditions in the future justified a lower 
level of those rates generally or in particular situations, the 
way should be open to such readjustment. There was necessity 
for vacating the findings and orders requiring a parity of rates 
on all grains, if that was the case, said the board, “for the 
reason that the transportation conditions encountered in the 
movement of the coarse grains are in many respects and in 
many situations different from those met in the handling of 
wheat. Out of our own experience we would not hesitate to 
say that no general rule of relationship would operate to bring 
about a sound and proper rate adjustment in coarse grains... .” 

The board argued that itinerant truck competition made 
separate treatment of coarse grains absolutely necessary, say- 
ing that since 1930 there had been a steady growth in the im- 
proved highway mileage and an ever-increasing growth in the 
numbers of trucks operating on those highways. There had 
grown up a great army of traveling merchants, or peddlers, it 
said, who were, legally, private carriers, and subject to no 
national or state regulation of any consequence. It added that 
“these gentry have made enormous inroads into the distribu- 
tion and transportation of the coarse grains,” but that they 
had not affected the wheat movement to any marked extent. 
This differentiating fact was of the greatest importance, the 
board said. 

The Minneapolis Traffic Association asked the Commission 
to amend its show-cause order more clearly to define the term 
“corn, oats, barley, etc.,” and that additional time of not less 
than 30 days beyond May 15 be granted for filing formal re- 
turns to the order. 

The Texas Industrial Traffic League and the Fort Worth 
Grain and Cotton Exchange, speaking jointly for their mem- 
bers and Texas producers, dealers, manufacturers, ports, and 
commercial interests, said these parties knew of no reason why 
all outstanding findings and orders in No. 17000, requiring a 
parity in rates on coarse grains and wheat, should not be va- 
cated and set aside. On the contrary, said they, “as pointed 
out by the Commission in Feeding Grains in W. T. L. Terri- 
tory, supra, and supplementary decisions in No. 17000 (243 
I. C. C. 83; 237 I. C. C. 145, etc.)” there were many reasons 
why such a parity could not be maintained. 


Motor Transport of Meat 


No justification had been shown for permanent extension 
of operating authority of all contract carriers transporting 
packing house products, said the Regular Common Carrier Con- 
ference of the American Trucking Associations, Inc., and thirty- 
three motor common carriers, in asking denial of the petition 
of the Contract Carrier Conference of the A. T. A., and twenty- 
three motor contract carriers, that the Commission use its war 
powers to make uniform the description of commodities such 
carriers serving meat packers were authorized to transport (see 
Traffic World, May 6, p. 1241). 

“One matter that is readily apparent is that neither the 
Institute (American Meat Institute) nor the Contract Carrier 
Conference desire a public hearing,” said the common carrier 
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group of A. T. A. “There are many angles to this entire situa- 
tion, and if a blanket order were issued, as requested, by the 
mere ‘wave of a wand,’ it is apparent that many parties will be 
injured and seek redress from your Commission, with a con- 
— flood of petitions and prayers to your Commission for 
relief.” 

The A. T. A. common carrier group said that much that 
was stated in the reply of the conference to the petition of the 
Institute was pertinent as an answer to the Contract Carrier 
Conference (see Traffic World, April 29, p. 1174). As to new 
matter Introduced by the contract carrier group, the common 
carrier group said it was claimed that permits held by many 
contract carriers did not provide for continuance of the type 
of service performed by them on and prior to the critical date. 
If such a situation existed in any particular instance, the com- 
mon carrier group said, the proper procedure would be to ad- 
vise the Commission and pointed out that the Commission had 
been continually changing and correcting “grandfather” cer- 
tificates and permits where those originally issued did not actu- 
ally reflect “grandfather” operations. At least two of the car- 
riers joining with the contract carrier group had taken such 
action, the common carrier group said. 

As to the examples put forward by the contract carriers to 
show that inefficiency existed because such carriers had no 
authority to transport anything on return trips, the common 
carriers said: 


Contract carriage is in fact and in law a substitution for private 
carriage and properly contemplates dedication of transportation vehicles 
to the shipper, therefore return loads are available to contract carriers 
only to the extent of the requirements of the original shipper operating 
as a private carrier. 


The common carriers who joined with the conference, it 
said, conducted operations in territory served by certain of the 
contract carriers named by the Contract Carrier Conference, and 
their operations were competitive with those contract carriers. 
The former were concerned about any proposed extension of 
authority as sought, it said, and that they ‘“wigorously protest 
the issuance of any all-embracing order.” The common carriers 
said that many of them were presently transporting packing 
house products or materials and supplies for members of the 
Institute, and had facilities available for such transportation, 
but that in the past few months the volume of traffie in the 
midwestern area transported by common carriers had declined, 
and that the common carriers could not only continue to trans- 
port traffic for members of the Institute, but also needed addi- 
tional traffic, particularly of the kind involved. Careful con- 
sideration should be given to the ‘new competition” that would 
result if the contract carriers were to receive a “blanket” order, 
said the common carriers, “particularly in the light of the public 
interest and need for preservation of the common carrier opera- 
tions of the industry.” 

The instant request for general broadening of authority of 
contract carriers was but one of a chain of similar requests 
made on their behalf, and the overall picture was one of vital 
concern to common carriers, the latter said. They would suffer 
a serious loss of revenue—a loss which, they said, the Com- 
mission full well knew the common carriers could not afford 
to absorb at this time. 


MOTOR TRANSPORT FOR MEAT PACKERS 


_ The petition of the American Meat Institute, of Chicago, 
that the Commission make a wholesale modification of outstand- 
ing contract carrier certificates, was revolutionary, and con- 
templated the restoration to some extent of the conditions that 
existed prior to the enactment of the motor carrier act, thereby 
nullifying permits or certificates issued under that act, said J. G. 
Kerr, in a protest against granting the petition, filed on behalf 
of southern rail carriers (see Traffic World, March 18, p. 715). 

“The filing of this petition by the American Meat Institute 
for innumerable and unnamed contract carriers, regardless of 
commodities now transported and territory now traversed under 
their present contracts, is revolutionary in character, and de- 
parts radically from the practice customarily followed of each 
contract carrier filing its own petition and such petition decided 
on its merits,” said Mr. Kerr. 

He added that nothing in the petition indicated that any 
contract carrier coming in the scope of the territory embodied 
in the petition had any desire to broaden its transportation 
facilities, or that any such contract carrier had requested filing 
of the petition or had concurred in it. 

“It is respectfully submitted that the granting of the peti- 
tion in its present state would establish a precedent that would 
open wide the doors for any trade association to file similar 
petitions for the members, thereby doubtless creating a chaotic 
condition, leaving no one in position to determine exactly the 
status of any particular contract carrier,’ Mr. Kerr said. 

In support of his contention that the petition contemplated 
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restoring conditions that existed prior to the motor carrier act, 
Mr. Kerr pointed out that the institute had said, in the petition, 
that prior to enactment of the act, it was the common practice 
of the meat packers to “give to a motor carrier all of the 
freight available for specific destinations, regardless of the 
exact description of the commodities shipped.” 


Pennsylvania Co. Notes 


An attack on a proposed payment by the Pennsylvania Co., 
a holding company, subsidiary of the Pennsylvania Railroad 
Co., of $87,500 to Kuhn, Loeb & Co., New York investment 
banking firm, for services rendered by that firm in obtaining 
purchasers and assisting in setting up an issue of $35,000,000 
of secured notes as to which authorization by the Commission 
is sought in Finance No. 14530, Pennsylvania Co. Notes (see 
Traffic World, April 22, p. 1108, and May 6, p. 1256), has been 
intensified with the filing of a brief in that proceeding on be- 
half of Emma M. Butler, of Shaker Heights, O., an intervener, 
holder of 100 shares of common stock of the Pennsylvania 
Railroad. 

The intervener’s brief was prepared by former Senator 
Bulkley, of Cleveland, O., and James A. Butler and Herbert G. 
Pillen, associates in his law firm, which represented Otis & Co. 
and Halsey Stuart & Co., investment banking firms, in other 
proceedings before the Commission, involving the question of 
competitive bidding on rail securities (see Traffic World, 
May 18). 

Senator Shipstead, of Minnesota, in a letter to Chairman 
Patterson, had termed the proposed payment of the $87,500 fee 
to Kuhn, Loeb & Co. by the Pennsylvania Co. “scandalous” 
and “outrageous.” Chairman Patterson, replying by letter, 
said, among other things, that “the necessity for professional 
investment banker advice and services in the issue and sale of 
securities, whether by competitive bidding or by private place- 
ment, and the reasonableness of the fees therefor are, of course, 
matters that can be determined only upon consideration of the 
facts and circumstances in each case.” 

The intervener’s brief contained the averments that the 
transaction proposed in Finance No. 14530 was not an under- 
writing and did not call for the taking of any risk by Kuhn, 
Loeb & Co.; that, on the contrary, the transaction contemplated 
a private placement of the entire issue of securities among 
“seven large financial institutions which are buying the securi- 
ties for investment,” and that payment of the $87,500 fee was 
not justified. It said that many transactions of this kind had 
been made by railroads, including the Pennsylvania Railroad, 
without payment of any fee, and it mentioned several instances 
in point. 

“It does not appear,” the brief continued, “why the Penn- 
sylvania Railroad officers, who are so confident of their own 
financial ability, should require expensive help in finding pur- 
chasers for gilt-edged notes, collateralized by the deposit of 
Norfolk & Western stock having a market value twice the 
amount of the note issue. Pennsylvania Railroad spends enough 
on its own financial department so that it should not be neces- 
sary to pay for outside help in such a transaction as that now 
pending.” 

George H. Pabst, Jr., vice president of the Pennsylvania 


Co., in a letter to the Commission, made the following state- 
ments: 


If the company had $35,000,000 of securities, such as those described 
in the application, for sale through a broker, the customary brokerage 
commission would amount to one-fourth of 1 per cent, or a total of 
$87,500. , 

It is, of course, apparent that, since Kuhn, Loeb & Co. rendered 
considerable services and advice in addition to the actual sale of the 
notes, they would be justified in claiming compensation in excess of an 
ordinary brokerage commission. However, despite that circumstance, 
the company asked Kuhn, Loeb & Co. if they would be willing to 
accept $87,500 for all the work which they have performed, and they 
said that they would be agreeable. ... 


The Pennsylvania Co., in a reply to the brief of Emma M. 
Butler, in Finance No. 14530, said that Emma M. Butler was 
not a stockholder of the Pennsylvania Co. Referring to her 
statement that she had ‘‘a substantial interest in the subject 
matter of this application,”’ the Pennsylvania Co. said that this 
claim was based, presumably, on the theory that, by reason of 
the fact that its outstanding stock was owned or controlled by 
the Pennsylvania Railroad Co., the intervener had an equity in 
the Pennsylvania Co. which, “however remote,” entitled her to 
intervene in the proceeding. 

“In her brief, intervener limits her objections to compensa- 
tion of $87,500 to be paid to Kuhn, Loeb & Co. The Railroad 
Company has 13,167,754 shares of capital stock outstanding 
registered in the names of over 209,000 stockholders. If inter- 
vener has an equity in a sum of $87,500 belonging to the Penn- 
sylvania Company, it would amount to 66 cents. It is clear 
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that, as a matter of fact, Emma M. Butler does not have a 
substantial interest in this application, said the reply. 

After saying that the transaction would enable the appli- 
cant to refund $35,000,000 of outstanding indebtedness at a 
substantially reduced interest rate, among other things, the 
applicant said there could be no proper objection to the pay- 
ment of such modest sum ($87,500) as compensation to invest- 
ment bankers whose services made it possible for the applicant 
to enjoy such substantial benefits and savings. 


St. Louis Terminal Financing 


A group of finance applications has been filed with the 
Commission, the purpose of which is to obtain approval of 
acquisition by the Terminal Railroad Association of St. Louis 
of the capital stocks and control of St. Louis Bridge Co. and 
Tunnel Railroad of St. Louis; to obtain authority to issue the 
necessary securities; and to obtain approval of the assumption 
of obligation, on the part of the Terminal proprietary railroad 
companies, of one-sixteenth each of the interest on and of 
sinking fund payments for $7,860,000 of refunding and im- 
provement mortgage bonds, series C, due July 1, 2019, of the 
Terminal Railroad Association. 


In Finance No. 14553, the Terminal Railroad Association 
of St. Louis asks for the following authority: 


(a) To issue $7,860,000 principal amount of refunding and improve- 
ment mortgage 4 per cent bonds, series C, due July 1, 2019, for the 
purpose of using such bonds or their proceeds to acquire certain capital 
stocks of St. Louis Bridge Co. and Tunnel Railroad of St. Louis, 
respectively. 

(b) To issue a note to cover a loan not to exceed $7,860,000 and to 
pledge said refunding and improvement mortgage bonds, series C, there- 
under; to pledge the capital stocks of St. Louis Bridge Co. and Tunnel 
Railroad of St. Louis, respectively, upon their acquisition as substitute 
collateral for said series C bonds under said loan; then to pledge said 
stocks under the general mortgage, and to assign said stocks to the 
trustees under the refunding and improvement mortgage, subject only 
to the prior lien of the general mortgage. 

(c) To issue $12,000,000 principal amount of general mortgage 4 per 
cent bonds and to pledge said bonds as part of the trust estate of the 
refunding and improvement mortgage. 

(d) To issue certificates of deposit to such stockholders of St. Louis 
Bridge Co. and Tunnel Railroad of St. Louis, respectively, as may de- 
posit their certificates of stocks of said companies in acceptance of an 
offer whereunder said s.vocks would be exchanged for refunding and 
improvement mortgage bonds of Terminal Railroad Association of St. 
Louis. (Interim order requested as to (d).) 


In Finance No. 14554, the Terminal Railroad Association 


-of St. Louis asks authority to acquire all of the first and sec- 


ond preferred stock of the Bridge Co. and all of the common 
stock of the Tunnel Co. by exchanging refunding and improve- 
ment mortgage 4 per cent bonds of the Terminal, on the basis 
of $150 principal amount of such bonds for each share of first 
preferred stock of the Bridge Co. or for each share of common 
stock of the Tunnel Co., and $75 principal amount for each 
share of second preferred stock of the Bridge Co. If necessary, 
the application said, a portion of the series C bonds would be 


sold and their proceeds used to acquire stocks not acquired by 
exchange. 


The Terminal said that under the joint lease, under which 
it operates the properties to be acquired, it had been paying as 
part of the rental since October 3, 1889, directly to the stock- 
holders, $6 a year on each share of first preferred stock of the 
Bridge Co., and $3 a year on each share of its second preferred 
stock, and $6 a year on each share of the common stock of the 
Tunnel Co. It had also been paying the federal corporate in- 
come taxes of the two companies in respect of the rental (divi- 
dend) payments which, it said, were treated by the government 
as being constructive income of the Bridge and Tunnel compa- 
nies, and that the amount of income taxes of the Bridge and 
Tunnel companies was likewise deemed construct income as 
being part of the rental when such taxes were paid by the 
Terminal which must, therefore, also pay a tax on such first 
amount of tax calculated. Under current rates these tax pay- 
ments amounted annually to about $176,000, the Terminal said, 
and that it was proposed to file a petition in the circuit court 
of the City of St. Louis asking for a declaratory judgment 
determining that the Terminal was not obligated to pay such 
income taxes. 

The Terminal said that, if it should acquire all of the 
stocks of the Bridge and Tunnel companies, an annual saving 
in excess of $200,000 would result to it. It said, also, that 
under the lease with the two companies it was obligated to 
make the rental payments for a period of 500 years from July 
1, 1881. It said that the annual payments on the aggregate 
principal amount of the exchange bonds would be equal to the 
total amount now paid in the form of rental dividends to 
stockholders of the two companies, but that the period of time 
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in which such annual fixed obligations would extend would be 
reduced from 437 years under the lease to 75 years under the 
bonds. 


FINANCING SERVICE FEES 

“The necessity for professional investment banker advice 
and services in the issue and sale of securities, whether by com- 
petitive bidding or by private placement, and the reasonable- 
ness of the fees therefor, are, of course, matters that can be 
determined only upon consideration of the facts and circum- 
stances in each case,’ said Chairman Patterson, of the Com- 
mission, in reply to Senator Shipstead’s letter to Chairman 
Patterson attacking the fees proposed by to be paid by the 
Burlington and the Pennsylvania in connection with sale of 
their securities to insurance companies (see Traffic World, 
May 6, p. 1256). 

The chairman said the reasonableness of the fees proposed 
to be paid was a question that would be considered by the 
Commission in the finance cases in which the carriers asked 
authority to issue the securities. He referred to statements 
that, in effect, afforded justification for banker advice and as- 
sistance in the issuance and sale of securities even though the 
securities were disposed of through competitive bidding. 

In a letter dated May 16 Senator Shipstead congratulated 
the Commission on its decision to require competitive bidding 
in the sale of designated railroad securities (see Traffic World, 
May 13, p. 1289). He referred again to the proposed Burling- 
ton and Pennsylvania financing and expressed the hope “in the 
public interest, that these private inside transactions will now 
cease.” 





AUTO FERRY APPLICATION 


Arthur Champion, doing business as Champion’s Auto 
Ferry, Algoma, Mich., has asked the Commission in W-366 
for authority to continue operation as a common carrier of 
automobiles, trucks, and trailers with their loads of goods or 
passengers, from a point near Algomac on Mich. state high- 
way M-29 across the north channel of the St. Clair River to 
Mich. state highway M-154. 


MOTOR RATES ON USED CONTAINERS 


The Office of Price Administration has asked the Commis- 
sion to suspend supplement No. 20 to Eastern Motor Freight 
Conference, Inc., tariff MF-I. C. C. A-1, filed to become effec- 
tive May 22, proposing higher ratings on used containers, in- 
cluding barrels, drums, pails, tubs, boxes, crates, cracker cans, 
reels, etc., when returned via the carrier handling the inbound 
movement. According to the O. P. A. protest, on six out of 
nine items in the supplement the rating would be increased 
to second class from a present rating of third class, and ratings 
on the other items also would be increased. 

“It is contended on behalf of the interested carriers,” said 
the O. P. A., “that the present ratings are preferential and 
are being cancelled because of the impossibility of policing the 
movement of returned empty containers and that it is actually 
more expensive for the carrier handling the inbound movement 
to handle the empty returned containers because it necessitates 
employing clerical labor to check back to match up the inbound 
with the outbound billing.” 

The O. P. A. said that the present class 3 rating on old 
used wooden barrels or drums, cracker cans and reels resulted 
in rates ranging from 49 cents a hundred pounds on 12,000 
pounds or more to 62 cents on less than 6,000 pounds, on ship- 
ments between Boston, zone 1, and Springfield, Mass., and 
that the proposed class 2 rating would result in a rate of 76 
cents on 6,000 pounds or more and 84 cents on less than 6,000 
pounds. The O. P. A. contended that the proposed increases 
had not been shown to be necessary. 


GENERAL CARLOADING APPLICATION 


_. “The Commission must decide and define what constitutes 
joint loading and it is believed that this is the first case to 
come before the Commission involving a determination of what 
arrangements can be said to constitute joint loading,” said 
Merchant Shippers Association, Inc., in a brief on exceptions 
to the proposed report on further hearing in FF-37, General 
Carloading Co., Inc., Freight Forwarder Application (see Traf- 
fic World, April 1, p. 899, and May 13). 

Merchant Shippers Association objected to the proposed 
grant of authority to General Carloading to forward commodi- 
ties generally from eastern points to points beyond Chicago 
and to the examiners’ conclusions with respect to joint loading. 

“Joint loading,” said Merchant, “assumes a partnership 
undertaking, as such, wherein two or more freight forwarders 
with facilities at origin and destination would in their common 
interest utilize on a proportionate basis the services of a rail- 
road car for the purpose of each forwarder loading its freight 
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therein together with the freight of the other. The applicant’s 
arrangement with Merchant, in the instant case, is no more 
than the brokering out by it of the traffic which it does not 
handle in its own freight forwarding service to Merchant on 
the basis of a flat charge in compensation for solicitation and 
handling.” 

Merchant Shippers Association asked the Commission to 
set the case for oral argument, with respect to the “joint load- 
ing” question, “because the question is new and most impor- 
tant, not only to applicant and Merchant .. . but as well to the 
forwarding industry generally.” 


DELAY IN TRANSIT DOCKETS 


B. J. Drummond, manager of the traffic bureau of the 
Mason City, Iowa, Chamber of Commerce, in a letter to J. A. 
Farmar, chairman of the Western Trunk Line Committee, pro- 
tests against the lapse of seven months between submission by 
shippers of a proposal for transit privilege and the approval of 
the proposal. The proposal in question, he says, covered transit 
privileges for storage, grading, repacking, etc., of butter, car- 
loads, at Mason City, and was sent to the Western Trunk Line 
Committee on December 7, 1943, by C. B. Kerr, general freight 
agent, Minneapolis and St. Louis Railway. The matter was 
important to the Dairy Products Marketing Administration, for 
which the railroad submitted the proposal, and the “delay could 
have been avoided,” he says, adding that “some means for 
shortening the procedure in connection with proposals of this 
character should be inaugurated by the Western Trunk Lines 
in the interest of expediting same.” 

He notes that the advice on the approval of the docket 
(D-14-426), effective July 1, said that there had been “concur- 
rence by Official Territory lines,” and is “moved to inquire of 
what concern it is to the Official lines” as to whether or not the 
transit exists, since “such privilege does not involve a reduction 
in the through rate, routing via the transit point, or division of 
the revenue between carriers.” There is no reason why, in the 
case under discussion, the railroad involved should have to do 
more than serve notice, through the Western Trunk Line com- 
mittee, to competing lines, so as to give those lines the oppor- 
tunity so take similar action should they desire, he says. He 
cannot conceive, he says, carriers other than those serving the 
transit point having the right to oppose the granting of the 
privilege. Procedure such as he suggests, he concludes, “would 
conserve the time of the rate committee and expedite the pub- 
lication without unnecessary delay.” 


“Grandfather” Rights Question 


An application filed by Hancock Truck Lines, Inc., for a 
certificate permitting it to extend its operations in such a way 
as to overcome the restriciton placed in its “grandfather” cer- 
tificate by the Commission—that it could move only shipments 
moving on bills of lading of freight forwarders—has brought 
protests from Merchants Freight System, Inc., and others, in 
MC 25567, Sub. 12, Hancock Truck Lines, Inc., Extension. 

Merchants Freight said that, since the applicant had filed 
a suit in the federal court for the southern Indiana district in 
which it sought to have the commission’s order in the “grand- 
father” proceeding set aside (see Traffic World, April 8, p. 987), 
it was now in effect pursuing simultaneous two remedies seek- 
ing the same relief. The protestant said it believed it was a 
well settled rule of law that this might not be done. Should 
the applicant prevail in the federal court, it said, the restriction 
would be removed and the present application would present a 
moot question. On the other hand, it pointed out,-if the appli- 
cation was granted the court proceeding presented a moot 
question, because the applicant would already have the relief 
sought in the court action. Having elected to take the Com- 
mission’s order into court for review, it said, the applicant 
should not be permitted to prosecute the instant application, 
and asked that it be denied. 

Another reason the applicant had assigned for the instant 
application was that the routes over which it was authorized 
to transport commodities generally without restriction were 
more circuitous than permitted under present orders of the 
Office of Defense Transportation, said the protestant. The Com- 
mission had held in numerous cases, it said, that such a reason 
did not offer the requisite proof of public convenience and 
necessity required under the interstate commerce act. It argued 
further that existing transportation agencies operating over the 
routes in question were adequate to provide service, not only in 
any emergency period during which O. D. T. orders might be 
in effect, but also permanently. 

A joint petition for denial of the application was filed by 
Anderson Motor Service Co.; St. Louis-Eastern Truck Lines, 
and Viking Freight Co. Their position was that, as the appli- 
cant was prohibited from conducting operations over its author- 
ized route from Terre Haute, Ind., to East St. Louis, Ill., ex- 
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tending through Vincennes, Ind., because of O. D. T. regulations, 
the applicant’s proposal was tantamount to a request to insti- 
tute a new service. The protestants cited Plaza Express Co., 
Inc.—Extension, 34 M. C. C. 713, and MC 75840, Sub. 13, Ma- 
lone Freight Lines, Inc., Extension, decided December 1, 1942. 
They also argued that there was no evidence to show that the 
facilities of the other carriers operating between Terre Haute, 
Ind., and East St. Louis, Ill., were inadequate to transport the 
traffic involved. 

The applicant, Hancock Truck Lines, Inc., said that the 
question of short routes had been before the Commission hun- 
dreds of times and, after citing Texas vs. United States, 292 
U. S. 522, and New York Central Securities Corporation vs. 
United States, 287 U. S. 12, whics cases, it said had been recog- 
nized by the Commission, gave four pages of its brief to cita- 
tions of, and quotations from, Commission cases. 

“A rather new and novel situation is disclosed in this pro- 
ceeding,” said Hancock. “Applicant at the present time is 
operating over the very routes herein requested for by virtue 
of the authority originally purchased from Glove Cartage Co., 
Inc., these routes were therein involved, but the continuance 
of such operations are inflicted with injury if the order of the 
Commission in MC 25567, Sub. 8, should become effective, be- 
cause in such event, the transportation over the routes as ap- 
plied for here would be limited to general commodities, moving 
on the bills of lading of freight forwarders. In reality, the 
application is merely a request for so-called ‘short routes,’ for 
even before the Globe purchase, applicant had operated between 
Indianapolis, Ind., St. Louis, Mo., and between Louisville, Ky., 
and Chicago, Ill., over other routes, which routes are now, in 
the eyes of the Office of Defense Transportation, considered 
as circuitous.” 

In dealing with the contentions of the protestants, the 
applicant said that “2,964 truckloads of freight yearly, with 
total weight approximating 50,000,000 pounds is quite a ‘plum’ 
for protesting carriers to cast their eyes upon.” That tonnage, 
it said, exceeded any approximate figure of any competing car- 
rier. 

Certain things had been developed at the hearing that ap- 
peared material and relevant, it said, asking whether the use 
of embargoes had been too lightly taken by certain of the pro- 
testants. Could they, it said, in one breath say to the Commis- 
sion that they had sufficient equipment, and then “face the 
development of the record that embargoes had been placed 
due to lack of equipment?” 


Illinois Intrastate Coal Rates 


State rate-making authority will be brought in issue in 
No. 28881, Bituminous Coal Rates Within Illinois, embracing 
I. and S. No. 5139, Coal to Beloit, Wis., and Northern Illinois, 
as the result of direction by President Martin, of the National 
Association of Railroad and Utilities Commissioners, to John 
E. Benton, general solicitor of the N. A. R. U. C., to intervene 
in those proceedings in the name of the association. 

The basis for intervention will be objection to recommen- 
dations made by Examiner R. N. Trezise, now retired, in his 
proposed report in that case (see Traffic World, April 8, p. 
977). The case involves both interstate and intrastate rates, 
the carriers having asked thirteenth section action against the 
Illinois intrastate coal rates. No. 28881 is the thirteenth sec- 
tion proceeding. The investigation and suspension proceeding 
involves rates on coal from mines in Indiana and Kentucky to 
points in Illinois. The cases were heard before Examiner 
Trezise and a representative of the Illinois commission, that 
commission having suspended the intrastate rates in issue. 

Examiner Trezise recommended, Mr. Benton pointed out in 
a bulletin to members, that the Commission permit the sus- 
pended interstate tariffs covering proposed increases to take 
effect; that it find that the movement of coal from Kentucky 
and Indiana and Illinois mines to Illinois destinations involved 
was highly competitive, and that any failure to advance the 
intrastate rates to the basis approved for interstate application 
“concurrently with the increase of the proposed interstate 
rates .. . will result in undue and unreasonable disadvantage 
and prejudice ~«« and unjust discrimination against interstate 
commerce.” The examiner recommended that appropriate or- 
der consistent with the findings herein should be entered, “un- 
less it is avoided in cooperation with the Illinois Commerce 
Commission and agreement of the respondents.” 

‘It is plain that if the I. C. C. should decide these two 
cases together, and should make the character of decision rec- 
ornmended in the Trezise report, the Illinois commission would 
thereupon have no function to perform with respect to the 
inirastate rates involved,” said Mr. Benton. “The decision of 
the I. C. C. would dispose of the case before the state commis- 
sion. To make such a decision in the thirteenth section case, 
in advance of the decision of the state commission in the state 
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case, which the Illinois commission is hearing in conjunction 
with the I. C. C., would certainly make a mockery of coopera- 
tion, and, at the same time, make a precedent for a procedure 
by which the I. C. C. would exercise unified control over both 
interstate and intrastate commerce, to the exclusion of state 
authorities. It is this aspect of the case which has led President 


Martin to direct the filing of an intervening petition for the 
association.” 


Rail Opposition to Gas Pipeline 


In view of an existing operating deficit on the affected 
section of its line and in view of the loss of fuel traffic that 
would follow the construction of the proposed pipeline, the 
Chicago & North Western Railroad might be forced to abandon 
its line north of Genoa Junction, Wis., serving Lake Geneva 
and Williams Bay, Wis., if a proposal by the Wisconsin South- 
ern Gas Co. to build a natural gas pipeline to the Lake Geneva 
and Williams Bay area were approved, a witness for the Chi- 
cago & North Western testified in a hearing May 15, before 
Examiner Glenn R. Long, of the Federal Power Commission, 
in Washington. 

D. K. Van Ingen, Jr., cost engineer of the North Western, 
as a witness in the hearing on applications of the Wisconsin 
Southern Gas Co., docketed by the F. P. C. as Nos. G-236 and 
G-536, for authority to build the proposed natural gas pipeline, 
said that that railroad now had an annual operating deficit on 
total freight and passenger business on the railroad branch in 
question of $13,581, of which $209 represented a deficit on freight 
alone. He said that the loss of all fuel traffic on the branch 
would cause an annual deficit of $12,599 in freight revenues 
alone, in addition to the $13,372 deficit on passenger service. 
Loss of any part of the fuel traffic now being carried by the 
railroad, he said, would mean an increase in the deficit and 
would make the line subject to consideration for abandonment 
as the deficit continued to grow. Mr. Van Ingen:stated the rail- 
road’s opposition to the gas company’s proposal in answering 
questions on direct examination by Amos Mathews, of Chicago, 
attorney for the Western Association of Railway Executives. 

Protestants against the pipeline proposal were the Wiscon- 
sin Railroad Association, the Wisconsin Coal Bureau, Inc., and 
other fuel interests and labor organizations. Witnesses for 
protestants, other than Mr. Van Ingen, testified that if natural 
gas was piped to the territory in question it would displace a 
large volume of coal and other fuels now brought into the area 
by railroad. It was stated that the Wisconsin Southern Gas Co. 
now supplied manufactured gas to consumers in the considered 
area. One of the witnesses for the protesting rail carriers placed 
in evidence an exhibit showing, among other things, the volume 
of fuel traffic and total traffic by railroads at selected points in 
Wisconsin, including Lake Geneva and Williams Bay, and the 
railroad mileage abandoned in individual states in the years 
1932 to 1942, inclusive. A witness for the Wisconsin Southern 
Gas Co. introduced an exhibit setting forth plans of the com- 
pany to sell natural gas to various industries in place of coal 
and other fuels. 


Mid-West Iron-Steel Rates 


Examiner J. P. McGrath held further hearing at Chicago, 
beginning May 17, in I. and S. 5269, iron and steel to Ia., Minn., 
Mich., and Wis., and several related complaint cases. He held 
an earlier hearing in the matter at Chicago from March 1 to 10 
(see Traffic World, March 18, p. 712). The cases involve the 
railroads’ proposal to increase rates on iron and steel articles 
moving from Chicago, Peoria, Ill., St. Louis, and points in 
Illinois and Indiana taking the Chicago rates, to Duluth, the 
Twin Cities, and other points in the four destination states. 
The increase would be made by cancellation of present com- 
modity rates that are lower than the proposal rates, based on 
percentages of first class. 


At the March hearing, representatives of manufacturers, 
jobbers, and warehousers of iron and steel articles testified in 
opposition to the proposal, many of them taking the position 
that the present rates in Western Trunk Line territory were 
unduly high. The following complaints were involved at the 
time of the hearing in March: No. 28786, Continental Steel 
Corp. vs. N. Y. C. & St. L. et al.; No. 29057 and Sub. 1, Minne- 
apolis Traffic Assn. et al. vs. C B. & Q. et al.; 29082, Omaha 
Chamber of Commerce et al. vs. A. T. and S. F. et al. Since 
that time, three additional related complaints have been filed 
and consolidated with the others. They are Nos. 29094, 29108 
and 29112, filed, respectively, by the Nebraska, North Dakota 
and South Dakota state commissions. It was expected that tes- 
timony by witnesses supporting those three complaints would 
be presented at the hearing this week and that the railroads 
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would require several days next week to introduce testimony 
in opposition to the various complaints. 


Cancellation of the commodity rates was proposed by the 
railroads as a method for complying with an order issued by 
the Commission in No. 28786 in August, 1943. The Commission 
ordered the railroads to make their rates from Kokomo and 
Indianapolis, Ind., to the Twin Cities and other destination 
points, no higher, as a percentage of first class, than the rates 
from Chicago, Peoria, and St. Louis. The commodity rate from 
Chicago to the Twin Cities, for example, is 33 cents, and to 
Duluth, 36 cents. The rate from Kokomo to Minneapolis, for 
example, is 48 cents, based on 32.5 per cent of first class. Rates 
from Chicago to Nebraska, North and South Dakota, and west- 
ern Minnesota and Iowa points are also based on 32.5 per cent 
of first class. Shipments to Des Moines and other points in 
eastern Iowa and Minnesota move at the commodity rates be- 
— those points are treated as intermediate to the Twin 

ities. 

At the earlier hearing, witnesses for Omaha, Sioux City, 
Ia., and Sioux Falls, S. D., fabricators and jobbers, testified 
that they were at a disadvantage compared with shippers at 
Des Moines, Duluth, and the Twin Cities, because shippers at 
those points paid the lower rates. The commodity rates, they 
said, were approximately 8% per cent lower than the rates 
applicable on their shipments. Representatives of shippers lo- 
cated at Lincoln, Beatrice, and other Nebraska cities testified 
similarly May 17 and 18. They said they competed with ship- 
pers at Des Moines, Duluth and the Twin Cities in the market- 
ing of iron and steel articles in Minnesota, Iowa, Nebraska, the 
Dakotas, and other western states. They sought to show that 
the railroads received higher revenues on shipments of iron and 
steel, at rates based on 32.5 per cent of first class, than on 
other commodities, such as salt, cement, and lumber. They 
asked the Commission to enter an order requiring the railroads 
to reduce rates on iron and steel to Nebraska points. They 
admitted, on cross examination, that their competitive situation 
would be greatly improved if the class rates were held at the 
present level and the commodity rates to the Twin Cities and 
related points were cancelled, as proposed by the railroads. 

The complaints brought by the North and South Dakota 
commissions involve the same allegations of discrimination. 
Witnesses for jobbers and others located at Fargo, Minot, and 
Bismarck, N. D., and Watertown, Mitchell and other South 
Dakota cities, were scheduled to testify concerning market com- 
petition in W. T. L. Territory. 


Boatner Loses C. & E. I. Fight 


Immediately after Victor V. Boatner announced at the 
annual meeting of the stockholders of the Chicago and Eastern 
Illinois Railroad, May 12, that he had abandoned his attempt 
to win control of the company and would vote for the man- 
agement’s slate of candidates for the board of directors, it was 
announced that the proxy vote for the management slate totaled 
427,024 compared with only 230,349 proxies for the Boatner 
group. Management representatives said that had Mr. Boatner 
not abandoned the fight, the management could, if it wished, 
have obtained one of the five directorships represented by 
Mr. Boatner’s group, on the basis of the proxy vote. They said 
it had been apparent at an informal morning session that Mr. 
Boatner could not win control of the board (see ‘Traffic World, 
May 13, p. 1329). 

Formal opening of the annual meeting was delayed until 
the afternoon because of uncertainty whether or not a quorum 
was present. The proxies were counted in the two-hour recess 
to determine that matter. At the morning session, Mr. Boatner 
spoke in criticism of the management’s debt reduction policies 
and assailed the Reconstruction Finance Corporation for al- 
leged improper influence on the management. Charles T. 
O’Neal, president and chairman of the board, replied by reading 
the report of Senator Johnson, chairman of the sub-committee 
investigating the C. and E. I. controversy. 

In the afternoon, Mr. O’Neal said the management had 
“followed a conservative course in the use of the net earnings 
of the company.” He said the long term debt had been reduced 
$970,844.15 in 1943. He said that consideration had been given 
to the refinancing of the first mortgage 4 per cent bonds, but 
that no acceptable plan had been found thus far. 


The board of directors proposed by the management was 
unanimously elected. It is composed of 13 members, three of 
which represent the R. F. C., five represent management, and 
five represent the Boatner group. The only change in the mem- 
bership was in the election of Alfred MacArthur, president, 
Central Life Insurance Company of Illinois, who replaced Bryan 
S. Reid, Socony-Vacuum Oil Company, who declined to run. 

The board met later in the day and reelected Mr. O’Neal 
and other officers of the railroad. The members of the executive 
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committee also were reelected, with two exceptions—Robert F. 
Carr, chairman of the board, Dearborn Chemical Company, 
replaced Mr. Boaner, and Austin S. Igleheart, president, General 
Foods Corporation, replaced Mr. Reid. Mr. Carr represents 
the Boatner group. 

Replying to the letter of Victor V. Boatner in which he 
asked review by the Senate interstate commerce committee 
of the C. & E. I. controversy and the report of the subcom- 
mittee attacked by Mr. Boatner (see Traffic World, May 13, 
p. 1329), Chairman Wheeler denied Mr. Boatner’s request. 

“With reference to your comments concerning Senator 
Johnson may I say that I have the highest respect for Senator 
Johnson and the greatest confidence in his good judgment, 
honesty and integrity,” said he. “I have no doubt that he 
carefully weighed your evidence and testimony and that he 
considered this matter in a fair and impartial manner. So 
far as I am concerned, the subcommittee’s investigation with 
respect to the Chicago and Eastern Illinois Railroad was closed 
with the submission of the report of the majority of the sub- 
committee, and your request that the report be set aside and 
a review of the entire situation be had is denied.” 


Transit Limes and 0. P. A. Tokens 


Ration tokens issued by the Office of Price Administration 
for the avowed purpose of enabling dealers in rationed foods 
to save time and money in their operations have resulted in 
complaints to Congress by spokesmen for the American Transit 
Association that ration tokens of the dimensions now in use 
are “gumming up the works’ financially for transit companies 
that collect fares by means of mechanical fare-registry boxes. 

A verbal tiff on this subject, between Representative 
Wright Patman, of Texas, and C. D. Cass, general counsel of 
the American Transit Association, of Washington, D. C., de- 
veloped in a hearing by the House banking and currency com- 
mittee on proposed amendments to H. R. 4376, a bill to extend 
the life of price control legislation. 

Mr. Cass, as a witness before the committee, told about 
unsuccessful efforts by his association to persuade the O. P. A. 
to issue ration tokens of a size that would forestall attempts 
to use them in lieu of street car or bus tokens or coins. He 
said the ration tokens now in circulation were being put to 
such use and that, in instances reported to his association up 
to April 22, they had “jammed” a total of 947 fare boxes. It 
cost about $10 to fix a “jammed” fare box, he said. Moreover, 
he testified, 30 companies out of about 300 belonging to the 
association had reported that in the week ended April 22 they 
had taken in 13,500 ration tokens used as fares. He introduced 
to the committee D. G. Vondersmith, general manager of the 
Cincinnati, Newport & Covington Railway Co., of Covington, 
Ky., who displayed a collection of 5,206 ration tokens received 
on lines of that company. 

Representative Patman asked Mr. Cass to supply “for the 
record” information as to the number of “bad coins” collected 
by each of the 30 companies to which Mr. Cass had referred, 
and also, for the same period, the “bona fide” fares that were 
paid to those companies, “‘so we can make a comparison.” Mr. 
Cass said he did not think he could provide that information, 
and Mr. Patman wanted to know how else a comparison could 
be made. Mr. Cass said he did not think it made any difference 
how many “good” fares were paid, but Mr. Patman insisted 
that it made “a big difference.” At one point in the testimony, 
when he had been interrupted by Mr. Patman, Mr. Cass sug- 
gested that if the congressman wanted to make a political 
speech he should let that plan be known, and that if he wanted 
to hear the testimony he should forego the speech-making. 

After the hearing, Mr. Cass submitted to the committee, 
“for the record,” a letter reading, in part, as follows: 

As I understood Mr. Patman yesterday, his idea of protecting in- 
dustry and the public against dishonesty is based upon some unan- 
nounced percentage of dishonesty as compared to honesty. In other 
words, until dishonesty has reached a certain percentage in its effect 
upon industry and the public, no attention is to be paid to it. What 
percentage of dishonesty should be recognized and dealt with, Mr. 
Patman did not state. . . With this rather unusual conception of 
dishonesty, I cannot agree. . . . I see no relevancy ... in the prop- 
osition of attempting to furnish figures for the transit industry show- 


ing the number of honest and lawful fares collected as against the 
number of dishonest fares collected. . . 


Mr. Cass added that Mr. Patman could obtain the informa- 
tion he desired from reports of transit companies filed with 
public utility commissions and city councils, if he desired to 
pursue the matter further. 


PACIFIC CAR DEMURRAGE REPORT 


The Pacific Car Demurrage Bureau reports that in March 
36,259 cars were held overtime, or 9.46 per cent of all cars 
reported, compared with 39,356 cars held overtime, a percentage 
of 11.72 for March, 1943. 
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Carriers’ Fitness Report 


Transportation Board Recommends Three New Federal 
Transport Offices—Charges “Primary Purpose” of Reg- 
ulation Not Accomplished—Criticizes Rate Structure 


© With the contentions that “neither the carriers nor our 
regulatory bodies” have followed definite standards or 
policies of rate making and that transportation regulation in 
this country has “failed in its primary purpose,” the Board of 
Investigation and Research, in a preliminary report on the 
relative economy and fitness of the carriers, has recommended 
amendment of the national transportation policy declaration 
by Congress and has proposed establishment of three new, 
permanent federal government agencies. 

The board transmitted the report to the President and to 
Congress May 16. Robert E. Webb, of Kentucky, chairman, 
and C. E. Childe, of Nebraska, constituting the board, signed 
the report. 

It suggested that the agencies it proposed be named the 
Federal Transportation Authority, the Office of Public Trans- 
portation Counsel, and the National Transportation Advisory 
Council. The first of those, it said, should be an independent 
agency, or a part of the Department of Commerce, and should 
study continuously the country’s transportation needs and sub- 
mit reports, plans and recommendations to the President and 
to Congress, beginning its work as soon the board terminated 
its duties, in September. The Office of Public Transportation 
Counsel, the board said, should be an agency of the Depart- 
ment of Justice, and should represent the general public in- 
terest in all appropriate proceedings before transportation reg- 
ulatory bodies. The proposed advisory council, it said, should 
be composed of representative persons in the fields of trans- 
portation, finance, agriculture, labor, industry, and public serv- 
ice, named by the President and confirmed by the Senate. The 
council would meet with, advise, and criticize other transporta- 
tion bodies, and would report on its activities to the President 
and to Congress, the board said. 


Freight Rate Structure 


The “primary purpose” of transportation regulation, as to 
which the board charged that the regulatory agencies had 
failed, was “to promote commerce both by providing transpor- 
tation at reasonable rates for each service performed and by 
cutting out by the roots every form of discrimination and 
favoritism,” the board said, adding: 


The basic law forbidding unjust discriminations and undue prefer- 
ences and advantages has been largely nullified by interpretations hold- 
ing that the term ‘‘unjust discrimination’’ applies only to like or simi- 
lar services, and that preferences and advantages are not unlawful 
when they grow out of differences in competitive conditions. Theo- 
retically, rate levels are related to the two factors of cost of the service 
and value of the service. Actually, however, the freight-rate structure 
has become a crazy-quilt of inequalities and discriminations. An out- 
growth of the monopolistic theory of charging ‘‘what the traffic will 
bear,’’ it has evolved under destructive competition between carriers, 
pressure of powerful shippers, compromise, and tradition. This condi- 
tion has aptly been summed up as the “‘rule of the four C’s’’: custom, 
competition, comparison, and compromise. Regulation has modified, 
but has not fundamentally changed these patterns. 


Basic Conditions 


The fullest economic use of each type of service, the board 
said, could be developed and maintained only under the fol- 
lowing basic conditions: 


1. Provision of opportunity and encouragement for each agency 
of transportation to operate with the greatest possitle economy and 
efficiency in the field where it can best serve the public. 

2. Establishment of rates and charges which are related to the 
costs of providing the services rendered by each type of carrier agency. 

3. Abolition of all injurious discriminations in rates and services. 


Declaration of Policy 


In its judgment, the board said, those three objectives 
could be attained only through changes in governmental reg- 
ulatory and administrative policy and by means of the research, 
planning and promotional machinery recommended in the re- 
port. The principal recommendation as to policy was stated in 
the report as follows: 


That the transportation policy of the Congress be amended to pro- 
vide: (a) That the transportation services of all common carriers be 
furnished in such a manner that the shipper will have freedom of 
choice in the selection of reasonable joint routes and rates by the use 
of such transportation agencies and facilities of the same or different 
types as may be needed to foster and serve commerce economicauy and 
efficiently; (b) that in the effectuation of this policy the Interstate Com- 
merce Commission shall require carriers by rail, water, and motor to 
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establish reasonable joint through routes and facilities for the trans- 
portation of property with reasonable joint rates, charges, classifica- 
tions, rules, and regulations applicable thereto; (c) that all rates and 
charges shall be free from discriminations, preferences, prejudices (ex- 
cept where clearly justified)* or inequalities which are injurious to 
commerce and shall be in reasonable relationship to the cost of the 
service and the revenue needs of the carriers; and (d) that no limita- 
tion or restriction designed to limit or prevent competition shall be 
imposed upon any carrier or transportation service which shall have 
the effect of increasing the cost of the service to the public. 

*Mr. Webb feels that the words in parentheses should be included 


to convey his view at this point. Mr. Childe does not agree to the 
phrase in parentheses. 


Objective of Regulation 


Under public regulation, the board said, there should be 
provided a structure of rates and charges based on the funda- 
mental principle of equality of treatment as measured by the 
cost of the transportation service rendered. It added that “it 
must be realized that freight rates and rate relationships are 
at the very heart of our transportation problem.” 

“Through the years,” it continued, “rates have tended to 
become fixed in inflexible and artificial patterns, reflecting con- 
ditions which may long since may have changed and which 
bear no consistent relationship to present-day cost of the serv- 
ice or the true value of the service. Revision of rate-making 
procedure, according to the cost of rendering the service, is 
essential to the economic growth and prosperity of the nation 
as a whole. . . . Until we have such a structure, there can be 


no stable development of each type of carrier in its own eco- 
nomic sphere... .” 


Rates and Cost of Service 


The report dealt with what it described as “an independ- 
ent structure of freight rates” in each of three main territories 
—eastern, western and southern. It said that though the num- 
ber of through rates between territories had increased, “they 
tend to be closer to the level of the higher rated territory than 
to the level of the lower rated territory.” It declared that the 
rate levels within and between all territories had been made 
with little regard for, or knowledge of, the cost of transporting 
any particular shipment, and. that the general practice had 
been to charge “what the traffic will bear.” The board said 
greater progress toward rate level uniformity had been made 
by eastern railroads than by those in the south and west, prin- 
cipally because manufacturing developed and became widely 
diffused throughout the east at a relatively early date. After 
discussion of comparative industrial and economic conditions 
in the three main territories, the board said that the transpor- 
tation system was a key factor in the economic development 
of the nation and that, “as a great instrument of unity in our 
national life,” it could be used to build “a better balanced 
economy through a system of freight rates which will provide 


equality of opportunity for shippers everywhere in the United 
States.” 


The board emphasized its argument for establishment of 
rates reflecting truly the cost of service of every agency of 
transportation, with freedom of choice by the shipper to select 
the kind or combination of transportation services best adapted 
to his needs, saying that this was demanded by the economic 
welfare of the carriers and by the welfare of the country as a 
whole. It noted that the Commission had power to prescribe 
joint rail-water routes and rates, but had no such power with 
respect to motor carriers. 

“Individual carriers,” it said, in a footnote, “should con- 
tinue to have the right to initiate rates, according to their own 
costs. The rates of the most efficient operators could be met 
by competitors, subject to the provision that no discriminations 
injurious to commerce would be allowed. Final responsibility 
for the maintenance of reasonable and non-discriminatory rates 
would continue with the Interstate Commerce Commission.”’ 


Transportation Authority 


In support of its proposal for a Federal Transportation 
Authority, the board said, in part: 


The federal government, realizing the need for study of the prob- 
lems which beset the transport industry, has set up at different times 
agencies and committees for that purpose. Those bodies, while con- 
tributing answers to some of the perplexing questions, were too short- 
lived to develop information and recammendations which would have 
been sufficiently far-reaching and effective to provide the policy-making 
principles required to meet the problems to be solved. 

It should be clear from the experience of these agencies that no 
temporary body by intermittent effort can develop the type of informa- 
tion which is necessary to meet the existing transportation problems 
that we must solve, and the unquestionably serious problems which we 
shall have to face in post-war years. 


The board said it would be “highly desirable” to have the 
Transportation Authority created and installed in office “by 
the time of the expiration of the term of the Board of Investi- 
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gation and Research,” as that would permit the new agency 
to take over the “important research materials which have 
been collected by the board.” The Authority, it suggested, 
would undertake research and investigations relating to the 
relative economy and fitness of the carriers, including studies 
of the cost and efficiency of their services and the relationships 
of rates to cost, would make plans for “fuller utilization of 
the country’s transportation plant from the point of view of 
the broad national welfare,” and would advise the government 
on coordination of its efforts to encourage and develop trans- 
portation. 


The proposed advisory council, said the board, would meet 
with and advise the research authority concerning the nature 
and scope of its investigations and plans. 


Transportation Counsel 


The board said that the Office of Public Transportation 
Counsel recommended by it should not be a part of any agency 
before which it would be expected to appear in proceedings 
and should be empowered in any proceeding to “intervene, 
move, raise questions, or call attention to any considerations 
which it or the Transportation Authority deem should become 
a part of the public record.” The counsel should have the 
right of access to all files, records and documents pertinent to 
“the tasks which he has to perform,” the board said. It said 
that frequently the adversaries in proceedings before an ad- 
ministrative body could not or did not present sufficient facts 
to enable the agency to decide questions in the larger public 
interest, and it averred that the proposed public counsel could 
perform useful service in such instances. 

The report included the following comment by the board: 


The fine performance of our carriers, under wartime conditions, 
has commanded public admiration, but even the present service falls 
far short of the capacity, efficiency, and economy which is possible of 
achievement through the coordinated use of the existing plant in accord- 
ance with the best available standards of operation. The improvement 
of facilities through sound planning and wise expenditures of capital 
can achieve still better results. 


Various Studies 


The report contained discussion of studies the board had 
undertaken, covering ‘‘many phases of the problem of the 
relative economy and fitness of carriers.” 


Under the heading of “technical investigations,” the board 
cited cost studies it had made, with a view to developing 
methods for determining comparable unit costs of rail, high- 
way and water transportation by (1) types of carriers, (2) 
classes of. traffic, (3) individual commodities, and (4) individual 
operations. It mentioned a study of waybills for 12 designated 
days in 1939, filed by Class I railroads, in a discussion of its 
study of the volume, characteristics and flow of traffic, under 
the head of “economic investigations.” With the carload waybill 
data as a basic source of information, the board said, studies 
had been made to determine the effects of transportation on the 
location of industry and the effects of industrial location on 
transportation services and facilities. 


The board said it was studying federal regulatory policies 
and practices, with respect, particularly, to rate-fixing in com- 
petitive situations and to restrictions on motor and water car- 
riers. The rate-fixing study dealt with the effect of Commission 
orders on the division of traffic among rail, motor and water 
carriers, it said. The study of restrictions, it added, dealt with 
the limitations imposed by the Commission in common and 
contract carriers’ certificates and permits. It stated that it 
planned to make definite recommendations on this subject. 


Trade Barriers 


In a discussion of a study it was making of the effects 
of state trade barriers on the relative economy and fitness of 
commercial motor carriers, the board said that particular at- 
tention had been accorded the subject of non-uniformity of 
size and weight limitations on vehicles. 

“The survey indicates,” it said, “that carriers in con- 
tiguous states maintaining unlike restrictions on sizes and 
weights tend to operate the same type of equipment and weight 
of loads in these jurisdictions, and that such states tend to 
build roads and bridges that will support within reasonable 
limits all interstate traffic. ... The board . . . expects to be 
able to make in its final report recommendations which should 
serve to eliminate those restrictions that can properly be 
labeled barriers.” 


Coordination and Integration 
An investigation it was making of “coordination and in- 
tegration of carriers’ services,” the board continued, had three 


principal objectives: (1) to determine “why the elaborate plans 
made after World War I to eliminate the wastes of operation 
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and duplication of terminal facilities in the rail field by con- 
solidation of the carriers into a limited number of systems 
failed to be carried out;” (2) to ascertain the merits of the 
proposed integration of all types of facilities under a limited 
number of transportation companies that would be free to 
operate air, motor, pipeline, rail and water facilities under 
common control; and (3) to find ways of ‘eliminating that 
stumbling block to desirable consolidation and unification of 
carriers—fear of loss of jobs.” 


Labor Studies 


The board said it had completed two transportation labor 
studies: (1) Hourly remuneration rates by occupation in the 
transportation industry, and (2) railroad consolidation and em- 
ploye welfare. The first of those investigations, it said, showed 
that labor costs represented a large proportion of the carriers’ 
total expense and gross revenue, that any differences in wage 
levels for jobs of equal level held possibility for unequal com- 
petitive opportunities as great as public aids or inequalities 
in taxes, and that wage rates in the transport industry were 
such that the competitive relationships between the several 
kinds of carriers were not the same in one area as in another. 
The second of the labor studies, it stated, offered a plan to 
relieve labor of economic risks without proportionally increas- 
ing the cost of such risk-bearing to management. 


Public Aids, Taxes 


Information developed in its study of public aids to trans- 
portation, said the board, was being used in connection with 
ascertainment of comparative costs of transportation by different 
types of carriers. The board said its report on carrier taxation 
was “complete in preliminary form” and showed the total 
carrier taxes paid in recent years, subdivided by types of 
carriers, the nature of the taxes, etc., with an appraisal of 
the relative tax burdens on different forms of carriers and 
with an analysis of methods of tax administration, “all to the 
end that the board may file recommendations for the improve- 
ment of carrier taxation.” 


Its study of practices and procedures of governmental con- 
trol of transportation, the board said, dealt with ways and 
means of correcting defects found by it in present methods 
of such control. It said the report also dealt with the relation- 
ship of the executive, legislative and judicial branches of the 
government to transportation matters; the duties and powers 
of the Interstate Commerce Commission; the necessity of inde- 
pendence of the regulatory agency, and “finally, the work of 
the Commission, showing the volume and nature of the work, 
growth of the judicial attitude, and the use of official notice.” 


An appendix to the report contained quotations from state- 
ments by the National Transportation Committee, formed in 
1932; the Transportation Conference of 1933-1934; the Federal 
Coordinator of Transportation; the Committee of Six; the 
Commission, and the National Resources Planning Board— 
quotations that the board described as “proposals for a trans- 
portation research and planning agency.” 


More on “Economy and Fitness” Later 


The board said that the purpose of the report now filed 
by it with the President and Congress was “to give a prelim- 
inary account of the work to date with some recommendations 
which the board believes worthy of immediate attention from 
the President and Congress,” and that, later, the board in- 
tended to file “more comprehensive documents covering its 
findings and recommendations on the matters investigated,” 
with respect to the relative economy and fitness of the car- 
riers. 


Political Rate Making 


Representative Kilday, of Texas, has reproduced in the Con- 
gressional Record a letter addressed to him by C. E. Childe, 
member of the Board of Investigation and Research—Trans- 
portation, commenting on an address that Mr. Kilday had 
made, on the subject of freight rates allegedly discriminatory 
against the southwest, and commenting, also, on adverse criti- 
cism of Mr. Kilday’s statements by H. N. Roberts, chairman 
of the Texas-Louisiana Freight Bureau, of Dallas, Tex. (see 
Traffic World, Feb. 26, p. 549). 

In his letter Mr. Childe told Mr. Kilday his statement was 
correct “that Texas shippers pay more per mile to ship their 
fabricated articles to market than eastern manufacturers pay 
to get to the same markets.” Mr. Kilday, in an extension of his 
remarks in the Record, said he did not want to enter into a 
controversy with “Mr. Roberts nor any of the other paid repre- 
sentatives of the so-called freight bureaus, which are largely 
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responsible for the present discriminatory system and its per- 
petuation.” He said that he wanted to bring “the true situation” 
to the attention of “our people who have been long misled by 
these paid representatives of the railroads,” and that, for that 
reason, he had submitted his original statements and Mr. Rob- 
erts’ criticism thereof to the Board of Investigation and Re- 
search, with a request for an analysis and “report upon the 
merits of each.” 

“That board,” he said, “has sustained every major state- 
ment made by me. It completely refutes the claims made by 
Mr. Roberts... . I include . . . the report on the situation as it 
is found to be by a fair and impartial instrumentality of the 
federal government... .” 

Mr. Childe reiterated, in his letter, statements he had made 
on other occasions to the effect that class-rate levels in the south 
and west were high as compared with the north and east and 
“unquestionably” retarded development of miscellaneous manu- 
facturing industries in the south and west; that it was not true 
that, if the southern class rates were reduced to the levels of 
the eastern class rates, drastic increases in the commodity rates 
of the south would be necessary, and that it was possible that 
the increased volume of freight moving on lower class rates 
would “yield the railroads more revenue and greater net returns 
than the present rates.” 

“Even if this were not so,” he said, ‘the studies of the 
Board of Investigation and Research show that economies can 
be made in loading, routing and handling of freight which would 
more than compensate for any reductions in class rates, and 
in fact offer promise of lowering rate levels generally.” 

Mr. Childe’s letter included the following: 


Mr. Roberts lists in his letter to you, February 16, certain com- 
modities on which he says ‘‘the freight rates in Texas are considerably 
lower than the rates in official territory.’’ He admits, however, that 
“the average first-class rate in Texas is 51 per cent more than the 
average first-class rate in the official groups.’’ I doubt whether any 
extended discussion of these so-called averages would be helpful. 
Whether Mr. Roberts’ averages are mathematically correct or not would 
depend upon what rates he has selected as freight rates in Texas, and 
to a considerable degree, upon what freight rates he picked as repre- 
sentative of rates in official territory. Furthermore, the commodities 
he mentions comprise only a small proportion of the entire Texas traffic. 
The Board of Investigation and Research has made a study of relative 
rate levels in the various rate territories, based upon the volume of 
traffic moving in 1939. These sfudies indicate that, on numerous com- 
modities listed by Mr. Roberts as taking lower rates in Texas than in 
official territory, the general rate level actually is higher in the south- 
west than the level in official territory. There are other commodities, 
however, in which the southwestern level is lower than the official ter- 
ritory level. Our studies indicate that, on the whole, the weighted aver- 
age rate level of the southwest is about the same as in the east—not 
more than 2 or 3 per cent higher—and the cost of transporting freight 
is no higher, per hundred pounds or per ton per mile, than the average 
cost in the east. All this makes it perfectly clear, it seems to me, that 
there is no possible excuse for the maintenance of class rates in the 
southwest, or from the southwest to the east, on the present levels, 
which Mr. Roberts admits are more than 50 per cent higher than the 
eastern class-rate level. 


0. D. T. Appeal Decisions 


By appeal decision’ No. 7, Director Johnson, of the Office 
of Defense Transportation, has affirmed the action of the re- 
gional director of the O. D. T.’s division of motor transport, 
region 3, and of the district manager of the Waycross, Ga., dis- 
trict office, in denying an application for a certificate of war 
necessity filed by Wodrow Sapp, of Brunswick, Ga. 

Mr. Johnson pointed out that the applicant had sold two 
trucks prior to October 25, 1943, and that, on that date, he 
was not performing the proposed service. Under the provisions 
of amendment 4 to general order O. D. T. 3, Revised, he said, 
no extension of, or inauguration of, over-the-road service might 
take place over a route or within a territory not being served 
by an applicant as a common carrier on October 25, 1943. The 
director found that the applicant had voluntarily discontinued 
operating as a motor carrier on or about July 28, 1943, that 
he was not so operating on October 25, 1943, and that what 
he proposed was an inaugunation of a service for which prior 
approval was required. He found, also, that the proposed in- 
auguration of service was not necessary to the war effort or to 
the maintenance of essential civilian economy, pointing out that 
the records of the district office showed that there were some 70 
vehicles registered in Brunswick. 

Director Johnson, of the Office of Defense Transportation, 
has issued his appeal decision No. 8, sustaining a decision by 
the regional director of the O. D. T. division of local transport 
for O. D. T. region No. 8, by which authority was denied to 
Elmer W. Barlow, dba Bountiful Transit, to institute bus 
service between Salt Lake City and Val Verda, Orchard, Boun- 
tiful and Woods Cross, Utah. Director Johnson said the record 
in the case showed that there were existing public transporta- 
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tion facilities available within comparatively short distances 
from all points on the proposed route. 

In another appeal decision (No. 9), Director Johnson modi- 
fied a decision by the regional director of the O. D. T. division 
of local transport for region No. 9, who had affirmed the action 
of the district manager of the O. D. T. office at Spokane, Wash., 
by which Farragut Bus Lines was allowed gasoline for 18,250 
miles of operation in each calendar quarter instead of for 
97,200 miles of operation for which it had applied. The district 
manager’s decision was predicated on no need for an operation 
between Spokane and a naval training station at Farragut, 
Ida., and provided only for “reasonable service” between Spo- 
kane and Spirit Lake, Ida., the O. D. T. director said. He 
noted that rail passenger service between Farragut and Spo- 
kane was provided by the Northern Pacific, but found that 
there was need for service by applicant between those points 
“to the extent necessary to accommodate persons who find it 
impossible to utilize the rail service.” He said the applicant’s 
certificate of war necessity should be revised to certify until 
August 1 operations based on 61,200 bus miles in each cal- 
endar quarter. He said that rubber, motor vehicle equipment, 
motor fuel and manpower were not available in quantities suffi- 
cient to permit their unrestricted use and that “consequently 
in the transportation of passengers we must of necessity use 
the railroads to the maximum extent possible.” He said it had 
been and was the policy of the O. D. T. to restrict the oper- 
ation of motor carriers of passengers “from competing for 
business that may be handled by rail.” 

As the applicant was not in operation as a motor carrier 
on October 25, 1943, and as the proposed service of delivering 
wine to wholesale and retail customers and picking up empty 
containers from customers did not meet any of the tests con- 
tained in administrative order O. D. T. 15, Director Johnson, 
of the Office of Defense Transportation, in appeal decision No. 
10, has affirmed the action of the New York district office of 
the O. D. T., and of the regional director of motor transport, 
region 1, denying the application of Camillo Testa. 

Local trucking facilities in the New York City area were 
adequate, said Director Johnson, and that there was no appar- 
ent reason why such facilities could not be utilized by the appli- 
cant as a dealer in wines at wholesale and retail. 

In appeal decision No. 11, Director Johnson, of the Office 
of Defense Transportation, affirmed the action of the regional 
director of the O. D. T. division of motor transport, Region 1, 
affirming the action of the district manager of the New York, 
N. Y., office, denying an application for a certificate of war 
necessity filed by Frank Matrizo. The applicant asked author- 
ity to operate a truck in place of the horse and wagon he had 
used in the past four years, said the decision. 


Travel Curtailment 


The Office of Defense Transportation, it is understood, is 
about to launch a vigorous “Don’t Travel” campaign in which 
it will ask the cooperation of the railroads. It is said that a 
meeting is planned between officials of the O. D. T. and of the 
Association of American Railroads. The O. D. T. will ask the 
railroads to devote advertising space and their promotional and 
public relations efforts to placing before the public the situa- 
tion with which the railroads will be confronted. The O. D. T., 
it is said, estimates there may be an increase of 15 per cent in 
travel in the coming months but that the railroads cannot 
absorb such an increase if it develops. 

It is understood that a “Don’t Travel” campaign booklet 
is in preparation and that it will set forth the objectives of the 
effort to discourage travel of all kinds. Aside from the effects 
of the invasion on the transportation system, it was said that 
the booklet would outline other factors, such as timing of travel, 
and vacation travel, in order that the public might understand 
the difficulties they would be likely to experience. 

Even those who found it necessary to travel in connection 
with the war, it was said, would be warned of the discomfort 
they might be forced to endure—long waits in crowded rail or 
bus depots; standing in crowded cars; slow dining car service; 
decreased ‘‘red cap” service; late arrivals; and the fact that, 
at least in the invasion period, even reservations would be no 
guaranty that space would be available. It was said that the 
O. D. T. would, if necessary, take cars out of regular trains 
and ask people to vacate them at any time of the day or night, 
if that proved necessary in order to obtain cars. 


Conventions Condemned 


Director Johnson, of the Office of Defense Transportation, 
in a statement issued May 17, struck at the practice of holding 
“conventions as usual,” despite appeals of the O. D. T. that 
such meetings not to be held in the interest of curtailing travel 
on the railroads. A number of meetings, large and small, had 
been canceled, said he, but “we are obliged to report that 
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even with the prospect of invasion and the resulting need to 
keep transportation lines clear, unnecessary trade shows and 
conventions continue to be planned.” ° 

“The governing officials of these organizations obviously 
have neglected to take into consideration the harm these 
conventions inflict on war-transportation efficiency,” said he. 

In New York City alone, said he, seventy-four trade shows 
and conventions were scheduled for May “and this despite the 
fact that this office wrote to all the organizations that had 
made public their intentions and requested that the conventions 
not be held unless the meeting was absolutely essential to the 
progress of the war.” 

Continuing, Director Johnson said: 


Holding unnecessary conferences in wartime is outraging sensibili- 
ties of business men. They feel that they are being badgered into 
attendance at a time when convention-going is impeding essential 


travel, and when they would, by preference, stick strictly to the war 
job at home. y 


The National Petroleum Association has lately canceled its semi- 
annual meeting and even the Automotive Council of War Production 
has found it possible to cancel its convention. Three group meetings of 
the National Retail Dry Goods Association have been canceled because 
of the necessity to conserve transportation. The International Associa- 
tion of Milk Dealers has informed the O. D. T. that it is canceling its 
convention for the third successive year in order to comply with the 
government’s request, even though it is through conventions that the 
members usually keep informed of the latest scientific developments and 
improved processes. Another organization that has canceled its conven- 
tion is the Association of Junior Leagues of America. 


‘“‘National Disgrace’’ 

The general sales manager of a large midwestern company recently 
wrote me concerning conventions. After pointing out that ‘‘conventions 
for the most part are entirely needless during wartime,’’ he observes 
that associations ‘‘are getting bolder and bolder, and the use of trans- 
portation and hotel facilities may be assuming proportions of a na- 
tional disgrace.’’ 


The letter quoted by Director Johnson continued: 


We have been trying to hold down the traveling, but when our 
competition seems to go the limit, I have become rather discouraged. 

Week before last I attended a meeting in Chicago. I went to keep 
up with competition rather than to comprehend anything positive. 
Much to my surprise, I found that it was the largest meeting by nearly 
three times that this particular group had ever held. There was very 
little business to transact, but there were a good many generalities 
about post-war planning. This morning I am discussing another con- 
vention. I find that the advance registration exceeds anything that 
could have been anticipated and the registration for the ‘‘annual dinner’’ 
is running three times the size of an ordinary convention. 


MOTOR CONSERVATION 


The Office of Defense Transportation has issued supple- 
mentary order O. D. T. 3, Revised 238, coordinating operations 
of common carriers between Chicago, Ill., and Sioux City, Ia., 
and supplementary order O. D. T. 3, Revised 239, coordinating 
common carrier operations between points in Nebraska. 

Motor conservation orders affecting taxicab operations have 
been issued as follows: Supplementary order O. D. T. 20A-113, 
coordinated operations of certain taxicab operators in area of 
Kankakee, Bradley and Bourbonnais, Ill.; supp. order O. D. T. 
20A-112, certain taxicab operators in Wilson, N. C., area; supp. 
order O. D. T. 20A-114, certain taxicab operators in Inter- 
national Falls, Minn., area, and supp. order O. D. T. 20A-115, 
certain taxicab operators in Cambridge, O., area. 

By amendment No. 3 to its special order O. D. T. B-9, the 
O. D. T. has extended from May 15 to September 1 the period 
of suspension of operations by Northern Trails, Inc., of Chi- 
cago, over designated routes between New York City and Chi- 
cago, between Emmitsburg, Md., and Chicago and between 
Emmitsburg and Pittsburgh, Pa., as set forth in amendment 
No. 1 to special order O. D. T. B-9. The original order, issued 
July 30, 1942, provided for coordination of bus operations of 
Northern Trails and of All American Bus Lines, Inc., of 
Chicago. 


Oo. D. T. APPOINTMENTS 

Commenting on the appointment of Charles E. V. Prins 
as information director of the Office of Defense Transportation 
(see Traffic World, May 13, p. 1319), Director Johnson, of the 
O. D. T., said that the appointment “continues our policy of 
making public information an important and integral part of 
O. D. T. operations.” He added that, wherever possible, “we 
intend to carry on O. D. T. programs on a basis of voluntary 
participation rather than through government orders.” Di- 
rector Johnson said that Mr. Prins had served nearly two 
years as information program manager for the Office of Price 
Administration, and had served as information director for the 
aa Housing Authority after having come to Washington in 
Harold J. Drescher has resigned as associate director of 
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the O. D. T. division of review and special studies to be effec- 
tive May 20, the O. D. T. has announced. It said that after 
two years with the O. D. T. Mr. Drescher was returning to 
his law office in New York City, but that he would continue 
to serve the O. D. T. however, as a consultant to the division 
of review and special studies. 

Mr. Drescher for twenty years had specialized in trans- 
portation law and had been identified with the management 
of eastern bus operations, the O. D. T. said. In May, 1942, it 
said, he joined the O. D. T. as assistant director of the division 
of transport conservation. 

The Office of Defense Transportation has announced the 
appointment of Edward H. Rice as acting regional director, 
division of Motor Transport, at New York City, due to the 
—— of William J. Clark as regional director, effective 

ay 10. 


Oo. D. T. LAKE COAL PERMITS 


The Office of Defense Transportation has extended permis- 
sion for the unrestricted movement of coal on the Great Lakes 
to July 15, 1944. 

Restrictions intended to give preferential treatment to iron 
ore cargoes, originally suspended until May 15, would not be 
necessary until ore movement conditions warranted their im- 
position, the O. D. T. said. The movement of coal without per- 
mit until the July date was made effective by the issuance of 
Suspension Order O. D. T. 9A-1A. 


ASPHALT SHIPMENTS DELAYS 


Director Johnson, of the Office of Defense Transportation, 
has asked the governors of all states to eliminate every possible 
delay to asphalt-carrying tank cars and tank trucks, in a letter 
pointing out that the cooperation of state officials in speeding 
up asphalt transportation would be more important in 1944 be- 
cause of expected increases in highway construction and repair. 
The director pointed out that the permit system set up in 1943 
by the Public Roads Administration would not be in operation 
this year and that states might schedule highway work as 
desired. 

He asked that state highway officials streamline testing 
processes to avoid delay of tank cars and trucks pending cer- 
tification of their contents and asked that suppliers be notified 
if weather or other conditions interfered with operations so that 
material would not accumulate at project locations. 

He suggested that three methods, already in use by some 
state highway departments, be adopted in testing procedures: 
(1) Stationing state inspectors at refineries for on-the-spot test- 
ing of asphalt shipments; (2) accepting certified tests of re- 
fineries or commercial testing laboratories in lieu of state lab- 
oratory tests; and (3) dispatching samples by express to state 
laboratories before shipment by tank car or truck. 

“Tank cars are assigned in accordance with a priority list 
issued by the War Production Board,” the director explained. 
“On that list, paving materials are below other commodities 
required by military and civilian programs. Consequently, un- 
less the tank cars are utilized at their full capacity by highway 
engineers and contractors, there can be no assurance of an ade- 
quate supply of tank cars to meet the demand.” 

The O. D. T. said that similar letters would be sent to 
Fiorello H. LaGuardia, president of the United States Con- 
ference of Mayors, to the American Association of State High- 
—. Officials, and to the Association of American Road 

uilders. 


Fruit-Vegetable Cars in South 


Holding of freight cars, including refrigerator cars, loaded 
with fresh or green fruits, vegetables or melons, for orders, 
reconsignment or diverson at any point or points in eight south- 
ern states and in a specified part of another southern state is 
made subject to special and general permit restrictions under 
provisions of service order No. 207, issued by the Commission, 
division 3, to become effective May 25. 

The territory affected by the order comprises the states of 
Alabama, Florida, Georgia, Mississippi, North Carolina, South 
Carolina, Tennessee, Virginia and that part of Louisiana east 
of the Mississippi River. 

Explaining that its action was designed to prevent a short- 
age of equipment and congestion of traffic, the Commission said 
it appeared that cars of fruits, vegetables and melons held for 
orders, reconsignment or diversion at various points in the 
south unduly congested railroad yards and impeded or dimin- 
ished the use, control, supply, movement, distributions, ex- 
change, interchange and return of such cars. The material part 
of the order follows: 


Sec. 95.38. Fruits, vegetables and melons. (a) Restriction on hold- 
ing cars for orders, reconsignment or diversion. No common carrier 
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subject to the interstate commerce act shall allow, permit or authorize 
the holding for orders, reconsignment or diversion of any railroad 
freight car including a refrigerator car loaded with fresh or green fruits, 
vegetables or melons, at any point or points in the states of Alabama, 
Florida, Georgia, Louisiana (east of the Mississippi River only), Mis- 
sissippi, North Carolina, South Carolina, Tennessee and Virginia. 

(b) Application. The provisions of this order shall apply only to 
shipments billed on and after the effective date of this order originating 
in the states listed in paragraph (a) of this section, except that when a 
shipment has been unloaded under a transit arrangement the provisions 
of this order shall apply to such shipment if billed at the transit point 
en or after the effective date of this order. 

(c) Tariff provisions suspended. The operation of all tariff rules, 


regulations, or charges insofar as they conflict with the provisions of 
this order is hereby suspended. 


(d) Announcement of suspension. Each railroad, or its agent, shall 
file and post a supplement to each of its tariffs affected hereby, on ‘not 


less than 5 days’ notice, announcing the suspension of any of the pro- 
visions therein. 


(e) Special and general permits. The provisions of this order shall 
be subject to any special or general permits issued by the Director of 
the Bureau of Service, Interstate Commerce Commission, Washington, 
D. C., to meet specific needs or exceptional circumstances. (40 Stat. 
101, Sec. 402, 41 Stat. 476, Sec. 4, 54 Stat. 901; 49 U. S. C. 1 (10)-(17).) 


By general permit No. 1 under service order No. 207, 
Director Clinger, of the Commission’s Bureau of Service, has 
accorded permission to railroads: 


To disregard the provisions of service order No. 207 insofar as it 
applies to all cars loaded with the commodities named therein, except 
potatoes and watermelons. 


The permit was made effective May 25, to expire June 10, 
and required that reference be made to it in waybills. 


REFRIGERATOR-FOR-BOX-CAR ORDER 


The Commission, division 3, has issued service order No. 
166-A, effective May 20, vacating its service order No. 166, 
issued November 23, 1943, by which rail common carriers were 
authorized to substitute, at their option, not more than three 
RS type refrigerator cars with floor racks in lieu of each box 
car ordered to transport fruit and vegetable containers and box 
shooks in carloads from Houston, Longview or Sherman, Tex., 
to destinations in the Texas-Rio Grande Valley (see Traffic 
World, Dec. 4, 1943, p. 1380). The affected railroads were di- 
rected, by service order No. 166-A, to publish a supplement to 
each of their tariffs affected, announcing the vacation by the 


instant service order on May 20 of the suspension made by 
service order No. 166. 


FLOOD SERVICE ORDER 


By service order No. 204-A, issued and effective May 13, 
the Commission, division 3, has vacated service order No. 204. 
The original service order directed all common carriers by 
railroad operating within the valleys of the Ohio, Missouri and 
Mississippi Rivers, and of their tributaries, where tracks were 
not usable due to floods, to reroute traffic having origin or 
destination in, or ordinarily moving through such routes, via 
routes most available to expedite its movement (see Traffic 
World, May 6, p. 1255). 


CAR UNLOADING ORDER 


By service order No. 206, issued and effective May 12, the 
Commission, division 3, has ordered the Long Island Railroad 
Co. to unload “forthwith” eight cars containing coal at Pat- 
chogue, L. I., one car at Riverhead, L. I., and one car at Bay- 
port, L. I., consigned to Leon Bituminous Coal Sales. The 
order said the cars had been on hand for an unreasonable 
length of time. The carrier is to notify the Director of the 
Commission’s Bureau of Service when the coal has been com- 
pletely unloaded, and the order will expire on receipt of that 
notice. 


LARD, ETC., IN REFRIGERATOR CARS 


Director Clinger, of the Commission’s Bureau of Service, 
has issued general permit No. 9 under service order No. 178, 
which placed the use of refrigerator cars for shipments of lard, 
lard compounds, lard substitutes, rendered pork fats, vegetable 
oil shortening, cooking and salad oil, animal tallow, dried fish, 
dried or powdered skim milk, concentrated citrus juice, or 
empty beer containers under a permit system (see Traffic 
World, Jan. 15, p. 160), granting permission to the railroads: 


Yo disregard the provisions of service order No. 178 insofar as it 
applies to the loading of refrigerator cars and movement of refrigerator 
cars loaded with, empty beer containers from origins in the states of 
North Dakota, South Dakota, Nebraska, Kansas, Minnesota, Iowa, Mis- 
souri. Wisconsin, Illinois, Michigan, Indiana, Ohio, Kentucky, Virginia, 
Wes: Virginia, Maryland, Fennsylvania, New Jersey, Delaware, New 
York. Connecticut, Massachusetts, Rhode Island, Vermont, New Hamp- 
shire and Maine. 
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The permit was made effective May 21, to expire Septem- 
ber 1, and required reference to it in waybills. 


REICING POTATO ORDER 


By general permit No. 4 under service order No. 200, 
which prohibited railroads from according reicing, or a subse- 
quent icing after the first or initial icing, to refrigerator cars 
loaded with potatoes (see Traffic World, April 29, p. 1194), 
Director Clinger, of the Commission’s Bureau of Service, has 
granted railroads the following permission: 


On any refrigerator car loaded with potatoes in California, or 
Arizona, to reice once in transit when destined west of the Mississippi 
River and to reice twice in transit when destined east of the Mis- 
sissippi River, at stations designated by shippers or, at carriers’ op- 
tion, at the first icing station west or east of such designated station. 
This general permit shall apply to all such cars billed or moving on 
the effective date hereof. 

This general permit shall become effective 12:01 a. m., May 20, 
1944, and shall expire with July 15, 1944. 

The waybills shall show reference to this general permit. 





ee 
Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National ‘eo System, 


published by West Publishing Company, St. Paul, inn. 
Copyright, 1944, by West Publishing Company.) 





LOSS OF OR INJURY TO GOODS 


(Court of Appeals of Maryland.) The Court of Appeals 
hears cases tried before circuit court without jury according 
to the practice in equity, reviewing both the law and the evi- 
dence and determining from the whole case whether trial court 
correctly interpreted the law, so that in such cases, prayers 
for instructions and exceptions to instructions, though not im- 
proper are unnecessary for purposes of review. General Rules 
of Practice and Procedure of the Court of Appeals, Part 3, 
Trial Rule 9. 

Rgiht of possession without proof of ownership of property 
is sufficient to maintain action of replevin. 

Whether plaintiff owns property absolutely or merely 
claims right of possession for a determined period as agent or 
bailee may affect the question of damages, but does not affect 
right to bring action of replevin. 

Whoever is entitled to possession at the time of bringing 
the suit may maintain or defeat action of replevin. 

A carrier who through mistake, fraud or otherwise de- 
livers goods to person not entitled thereto is entitled to recover 
either the goods or their value from such person if he refuses 
to return them. 

Where one wrongfully obtains possession without sur- 
rendering bill of lading, carrier may retake possession of the 
property or bring suit in replevin therefor immediately. 

Plaintiff cannot establish right to maintain suit in replevin 
by showing that at some time previous to issuance of writ he 
obtained the actual possession of the property without any 
right thereto. 

Carrier having received goods for delivery only upon sur- 
render of original bill of lading properly endorsed was en- 
titled to possession of goods until bill of lading properly en- 
dorsed was presented or some paramount right intervened and 
did not need original bill of lading to establish a sufficient right 
of possession to maintain replevin to recover goods from buyer 
a o% they were delivered by mistake without surrender of 
the bill. 

Carrier’s right to maintain replevin to recover goods mis- 
takenly delivered to buyer without obtaining surrender of bill 
of lading depended upon carrier’s right of possession when 
action was instituted and not at the time of mistaken delivery. 

Where subsequent dealings between seller and buyer of 
goods which carrier delivered to buyer without obtaining sur- 
render of bill of lading as required by delivery receipt were 
such as to establish a sale on new and different terms, buyer 
thereby acquired a right to possession of goods which carrier 
could not defeat in action of replevin. 

Acceptance by seller of buyer’s trade acceptance for bal- 
ance due on machine which carrier had mistakenly delivered 
without obtaining surrender of original bill of lading properly 
endorsed as required by delivery receipt, extension of time for 
payment of trade acceptance, and treatment of transaction as 
completed sale established new contract between seller and 
buyer and a sale to buyer whose right of possession thereunder 
must prevail over carrier’s limited right of possession in re- 
plevin suit. 


Conflicting claims as to balance due on purchase price of 
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machine mistakenly delivered by carrier without obtaining sur- 
render of original bill of lading properly endorsed as required 
by delivery receipt could not be litigated in carrier’s suit in 
replevin to recover possession of machine. 


Seller by accepting buyer’s trade acceptance for balance 
due on machine which carrier mistakenly delivered to buyer 
without obtaining surrender of original bill of lading properly 
endorsed as required by delivery receipt, extending time for 
payment of trade acceptance and treating transaction as com- 
pleted sale ratified erroneous delivery so as to relieve carrier 
of liability for conversion. (Harford M. Products Corp. vs. 
Tidewater Express Lines, 36 Atl. Rep. 2d 677.) 





(City Court of City of New York, New York County.) 
Where motor carrier made no inquiry concerning value of furs 
and fur garments lost and shipper made no representation re- 
garding value, carrier was responsible for actual value, the 
goods not being “contraband,” although carrier could have 
required shipper to specify true value and carrier’s liability 
would have been limited to stated value. 


Shipment consisting of moderately priced furs and fur 
garments did not in light of ejusdem generis rule fall within 
classification of “documents, specie or * * * articles of extraor- 
dinary value” so as to relieve motor carrier of liability for 
their loss when carrier failed to require declaration of true 
value and shipper failed to specify true value. 


Provision in bill of lading “received subject to the classi- 
fications and tariffs in effect on date of receipt by carrier of 
property described in original bill of lading” referred to freight 
rates or tariffs and was not an agreement to limit liability, and 
such provision did not put shipper on notice of any limitation 
of liability. 

Where motor carrier was liable for actual value of ship- 
ment of furs and fur garments lost because carrier made no 
inquiry concerning value and shipper made no representation 
regarding value, carrier’s insurer was also answerable to ship- 
per in damages under policy endorsement required by Motor 
Carriers Act. Interstate Commerce Act Sec. 215, 49 U. S.C. A. 
Sec. 315. (Lewis vs. Acme Fast Freight, 47 N. Y. S. 2d 183.) 





Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken froth Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paal,~ Minn. 
Copyright, 1944, by West Publishing Company.) 





(Circuit Court of Appeals, Second Circuit.) Even though 
two contracts for transportation of wheat in 21 barges pro- 
vided that each boatload should be deemed a separate charter, 
libel for damages to wheat need not be stated in 21 separate 
causes of action. 

Admiralty rule requiring separate statement of different 
causes of action should be construed in a practical way. 


An exception to admiralty jurisdiction was not to be sus- 
tained merely on the form of the libel which referred to agree- 
ment for the reduction in demurrage rates as agreements for 
the charter of barges where pleader was attempting to state in 
sequence the events as they happened and not to characterize 
them as new contracts, rather than mere modification of the 
original contracts. 

Where exception to jurisdiction was overruled but was 
renewed at trial by express permission of the court, at which 
time libellant’s motion for amendment to conform with the 
proof was granted, the issue on appeal was to be considered 
on the facts as they were found by the court. 

The criterion of admiralty jurisdiction as to contract is 
whether it has reference to maritime service or maritime trans- 
portation. 

A contract intended to be of temporary nature for adjust- 
ment of demurrage occasioned because of lack of shipping 
space to take over cargo as originally planned is one of mari- 
time service so as to give admiralty jurisdiction thereof. 

Where, due to fire, barges loaded with wheat intended for 
England could not be unloaded at New York on arrival and it 
could not be ascertained just when wheat could be moved, 
agreement by parties to reduction of demurrage to $20.00 per 
day for large barges and $15.00 per day for smaller ones, with 
proviso that 12 days’ hire was to be paid in any event, was 
incidental to original agreement for transportation of wheat 
and was not a new contract for warehousing that deprived 
admiralty of jurisdiction of libel concerning agreement. 
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Finding in admiralty will not be disturbed on appeal un- 
less clearly erroneous. 

Finding that damage to grain was caused by respondent's 
negligence and unseaworthiness of barges was sustained by the 
evidence. 

Where under contract carrier was liable only for damage 
due to its negligence, evidence that grain was in good condi- 
tion when loaded and was damaged by contact with moisture 
or water when discharged, imposed on carrier burden of dis- 
proving negligence. (James Richardson & Sons vs. Conners 
Marine Co., 141 Fed. Rep. 2d 226.) 


COMPTROLLER GENERAL RULING 


The General Accounting Office has issued the following 
synopsis of a decision by the Comptroller General of the United 
States: 


B-40414. Contracts—Cost-Plus—Subcontracts—Modification to In- 
clude Federal Transportation Tax. 

Where a supplemental contract, executed by a cost-plus-a-fixed-fee 
contractor and its supplier six months after issuance of a purchase or- 
der and delivery of the merchandise, contained a recital to the effect 
that it was intended that the contractor should pay the Federal prop- 
erty transportation tax as well as the freight, but neither the purchase 
order nor the evidence shows that such was the agreement of the par- 
ties prior to issuance of the purchase order or delivery of the mer- 
chandise covered thereby, the reformation of the purchase order so 
as to provide for reimbursement of the amount of said tax is wholly 
without consideration and may not be regarded as obligating the con- 
tractor, or the government, to make such payment. 

The jurisdiction of the General Accounting Office is such that a 
decision cannot be rendered to a certifying officer except on a question 
of law specifically involved in a voucher which is properly before him 
for certification. 


“NON-RECOURSE” ON BILLS OF LADING 


The railroads have agreed to accept shippers’ prepaid bills 
of lading on which the non-recourse clause has been executed. 
Commenting on that action, Edward F. Lacey, executive secre- 
tary of the National Industrial Traffic League, observed that 
the Supreme Court of the United States, in No. 99 (October 
term, 1943), Illinois Steel Co. vs. Baltimore & Ohio Railroad 
Co., had sustained the non-recourse clause when used on pre- 
paid bills of lading. He said that the League “for years” had 
insisted that shippers, under the provisions of section 7 of the 
bill of lading, had the right to sign the non-recourse clause on 
the face of the bill of lading whether the charges were prepaid 
or collect, and that many railroads, especially in the east, had 
denied the shipper that right on prepaid shipments. Since the 
Supreme Court had “settled the point” in the cited decision, 
he said, the chief traffic officers of the railroads had withdrawn 
their previous instructions so as to permit the acceptance of 
prepaid bills of lading on which the non-recourse clause had 
been executed by shippers. 


PROCEDURE IN OVERCHARGE SUITS 


In an order in 43C 933, Freight Transportation Engineers, 
Inc., vs. Great Central Transportation Corporation and LeCrone 
Benedict Ways, Inc., Judge P. L. Sullivan in the federal district 
court at Chicago, May 15, ruled in effect that suits filed against 
motor carriers subject to part II of the act, in matters involving 
disputes over tariffs, might not be deciaed by the court until 
the Commission had been asked to, and does, determine the 
interpretation of disputed tariffs. 

The present suit had been brought against Great Central 
and its purchaser, LeCrone Benedict, on an allegation that 
Great Central, in transporting 27 truckload and less truckload 
shipments of ammunition containers from Owensboro, Ky., to 
Detroit and Rochester, Mich., had assessed rates higher than 
provided for in applicable tariffs. The plaintiff is the assignee 
for the shipper for whom the service was performed. Alleged 
overcharges totaling $1,100 are involved. 

Hearing came before Judge Sullivan on the question of a 
motion to dismiss the suit made by David Axelrod, counsel for 
defendants, who said the case was the first filed, since the 
motor carrier act was made law in 1935, in which a plaintiff 
sought to recover excess charges without first having sought 
relief from the Commission. He said that if the court were to 
allow the case to proceed. without a decision by the Commis- 
sion as to the correct tariff application, other such suits would 
be filed and decided in the courts without benefit of the Com- 
mission’s expert determination of facts, and uniformity of 
interpretation of tariffs would be broken down. 

The court refused to grant the motion, but ruled in support 
of Mr. Axelrod in an order providing that an answer to the suit 
need not be filed, and hearing should not be held, until the 
plaintiff obtained a Commission ruling in support of his con- 
tentions. 
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Airline Taxation 


With Chief Justice Stone and Justices Roberts, Reed, and 
Rutledge dissenting, and Justices Jackson and Black concurring, 
the Supreme Court of the United States, May 15, in an opinion 
by Justice Frankfurter in No. 33, Northwest Airlines, Inc., 
petitioner, vs. State of Minnesota, upheld taxation imposed by 
Minnesota on all airplanes owned by the airline which came 
into Minnesota at any time in 1939 and not simply the air- 
planes which were in the state on May 1, 1939, the airline 
having contended for the latter basis of taxation. 

“The question before us is whether the commerce clause 
or the due process clause of the Fourteenth Amendment hars 
the state of Minnesota from enforcing the personal property 
tax it has laid on the entire fleet of airplanes owned by the 


- petitioner and operated by it in interstate transportation,” said 


Justice Frankfurter, adding: 


Northwest Airlines is a Minnesota corporation, and its principal 
place of business is St. Paul. It is a commercial airline carrying per- 
sons, property and mail on regular fixed routes, with due allowance 
for weather, predominantly within the territory comprising Illinois, 
Minnesota, North Dakota, Montana, Oregon, Wisconsin and Washington. 
For all the planes St. Paul is the home port registered with the Civil 
Aeronautics Authority, under whose certificate of convenience and neces- 
sity Northwest operates. At six of its scheduled cities, Northwest 
operates maintenance bases, but the work of rebuilding and overhaul- 
ing the planes is done in St. Paul. Details as to stopovers, other runs, 
the location of flying crew bases and of the usual facilities for aircraft, 
have no bearing on our problem. 


The tax in controversy is for the year 1939. All of Northwest’s 
planes were in Minnesota from time to time during that year. All were, 
however, continuously engaged in flying from state to state, except 
when laid up for repairs and overhauling for unidentified periods. On 
May 1, 1939, the time fixed by Minnesota for assessing personal prop- 
erty subject to its tax (Minn. Stat. 1941, Sec. 273.01), Northwest’s 
scheduled route mileage in Minnesota was 14 per cent of its total sched- 
uled route mileage, and the scheduled plane mileage was 16 per cent 
of that scheduled. It based its personal property tax return for 1939 
on the number of planes in Minnesota on May 1, 1939. Thereupon the 
appropriate taxing authority of Minnesota assessed a tax against North- 
west on the basis of the entire fleet coming into Minnesota. For that 
additional assessment this suit was brought. The Supreme Court of 
Minnesota, with three judges dissenting, affirmed the judgment of a 
lower court in favor of the state. 213 Minn. 395. A new pnase o. an 
old problem led us to bring the case here. 319 U. S. 734. 


The tax here assessed by Minnesota is a tax assessec upon ‘‘all 
personal property of persons residing therein, including the property 
of corporations .. .’”” Minn. Stat. 1941, Sec. 272.01. It is not a charge 
laid for engaging in interstate commerce or upon airlines specifically; 
it is not aimea by indirection against interstate commerce or measured 
by such commerce. Nor is the tax assessed against planes which were 
“continuously without the state during the whole tax year,’’ N. Y. 
Central Railroad vs. Miller, 202 U. S. 584, 594, and had thereby acquired 
“a permanent location elsewhere,’’ Southern Pacific Co. vs. Kentucky, 
222 U. S. 63, 68; and see Cream of Wheat Co. vs. Grand Forks, 253 
U. S. 325, 328-330. 

Minnesota is here taxing a corporation for all its property within 
the state during the tax year no part of which receives permanent pro- 
tection from any ocher state. The benefits given to Northwest by Min- 
nesota and for which Minnesota taxes—its corporate facilities and the 
governmental resources which Northwest enjoys in the conduct of its 
business in Minnesota—are concretely symbolized by the fact that North- 
west’s principal place of business is in St. Paul and that St. Paul is 
the ‘‘thome port’’ of all its planes. The relation between Northwest ant 
Minnesota—a relation existing between no other state and Northwest— 
and the benefits which this relation affords are the constitutional foun- 
dation for the taxing power which Minnesota has asserted. See State 
Tax Commission vs. Aldrich, 316 U. S. 174, 180. No other state can 
claim to tax as the state of the legal domicile as well as the home state 
of the fleet, as a business fact. No other state is the state which gave 
Northwest the power to be as well as the power to function as North- 
west functions in Minnesota; no other state could impose a tax that 
derives from the significant legal relation of creator and creature and 
the practical consequences of that relation in this case. On the basis 
of rights which only Minnesota originated and Minnesota continues to 
safeguard, she alone can tax the personalty which is permamently 
attributable to Minnesota and to no other state. It is too late to sug- 
gest that this taxing power of a state is less because the tax may be 
reflected in the cost of transportation. See The Delaware Railroad Tax, 
18 Wall 206, 232. 

Such being the case, it is clearly ruled by N. Y. Central Railroad 
vs. Miller, supra. Here, as in that case a corporation is taxed for all 
its property within tue state during the tax year none of which was 
“continuously without the state during the whole tax year.’’ Therefore 
the doctrine of Union Transit Co. vs. Kentucky, 199 U. S. 194, does not 
come into play. 


Justice Frankfurter said the fact that Northwest paid per- 
sonal property taxes for the year 1939 upon “some proportion 
of its full value” of its airplane fleet in some other states did 
not abridge the power of taxation of Minnesota as the home 
State of the fleet in the circumstances of the present case. 

“The taxability of any part of this fleet by any other state 
than Minnesota, in view of the taxability of the entire fleet by 
that state, is not now before us,” said he. 

Justice Frankfurter said the doctrine of tax apportionment 
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for instrumentalities engaged in interstate commerce intro- 
duced by Pullman’s Car Co. vs. Pennsylvania, 141 U. S. 18, 
was here inapplicable. The principle of that case, said he, was 
that a non-domiciliary state might tax an interstate carrier 
“engaged in running railroad cars into, through and out of the 
state, and having at all times a large number of cars within 
the state ... by taking as the basis of assessment such propor- 
tion of its capital stock as the number of miles of railroad over 
which its cars are run within the state bears to the whole num- 
ber of miles in all the states over which its cars are run.” 

“This principle was successfully extended to the old means 
of transportation and communication, such as express compa- 
nies and telegraph systems,” continued he. “But the doctrine 
of apportionment has neither in theory nor in practice been 
applied to tax units of interstate commerce visting for frac- 
tional periods of the taxing year.” 


a the concluding part of the opinion, Justice Frankfurter 
said: 


To introduce a new doctrine of tax apportionment as a limitation 
upon the hitherto established taxing power of the home state is not 
merely to indulge in constitutional innovation. It is to introduce prac- 
tical dislocation into the established taxing systems of the states. The 
doctrine of tax apportionment has been painfully evolved in working 
out the financial relations between the states and interstate transporta- 
tion and communication conducted on land and thereby forming a part 
of the organic life of these states. Although a part of the taxing sys- 
tems of this country, the rule of apportionment is beset with friction, 
waste and difficulties, but at all events it grew out of, and has estab- 
lished itself in regard tc land commerce. To what extent it should be 
carried over to the totally new problems presented by the very different 
modes of transportation and comrmaunication that the airplane and the 
radio have already introduced, let alone the still more subtle and com- 
plicated technological facilities that are on the horizon, raises questions 
that we ought not to anticipate; certainly we ought not to embarrass 
the future by judicial answers which at best can deal only in a truncated 
way with problems sufficiently difficult even for legislative statesman- 
ship. 

The doctrine in the Miller case, which we here apply, does not sub- 
ject property permanently located outside of the domiciliary state to 
double taxation. But not to subject property that has no such perma- 
nent situs outside of the state of its owner’s domicile to taxation there 
would free such floating property from taxation everywhere. And what 
the Miller case decided is that neither the Commerce Clause nor the 
Fourteenth Amendment affords such constitutional immunity. 

Each new means of interstate transportation and communication 
has engendered controversy regarding the taxing powers of the states 
inter se and as between the states and the federal government. Such 
controversies and some conflict and confusion are inevitable under a 
federal system. They have long been the source of difficulty and dis- 
satisfaction for us, see J. B. Moore, Taxation of Movables and the 
Fourteenth Amendment (1907), 7 Col. L. Rev. 309; Groves, Intergovern- 
mental Fiscal Relations, Proceedings Thirty-fifth Annual Conference, 
National Tax Association, p. 105, and have equally plagued the British 
federal systems, see Report of the [Australian] Royal Commission on 
the Constitution, (1929) c. XII (p. 127), c. XIX (p. 187), c. XXIII (at 
p. 259); Report of the [Canadian] Royal Commission on Dominion- 
Provincial Relations, (1940) Bk. I, ce. VIII, Bk. II, Sec. B, ec. III. In 
response to arguments addressed also to us about the dangers of 
harassing state taxation affecting national transportation, the concurring 
judge below adverts to the power of Congress to incorporate airlines 
and to control their taxation. But insoiar as these are matters that go 
beyond the constitutional issues which dispose of this case, they are 
not our concern. Affirmed. 


Dissenting Opinion 


Chief Justice Stone was joined by Justices Roberts, Reed 
and Rutledge in his dissenting opinion. He said that, in his 
opinion, the Minnesota levy imposed an unconstitutional tax 
on petitioner’s vehicles of interstate transportation in violation 
of the commerce clause, and for that reason the judgment below 
should be reversed. 

“It is evident that if, with the Minnesota tax now sus- 
tained, other states are left free to impose a further or com- 
parable tax on the same property for the same tax period, a 
serious question is raised whether the tax is not a prohibited 
burden on interstate commerce,” said he. 

The Chief Justice said the record disclosed that North- 
west’s interstate planes, already taxed by Minnesota for their 
full value, were in addition subjected to personal property 
taxes in six of the seven other states through which they 
operated. 

“The taxation of vehicles of interstate transportation in a 
business organized and conducted as is petitioner’s is as capable 
of apportionment, and the insupportable multiple tax burden 
on interstate commerce is as readily avoided’ by apportionment 
of the tax, as in the case of the taxation of the tangible and 
intangible property of railroads, railroad car supply companies, 
express companies, and the like which we have repeatedly 
held to be subject to the rule of apportionment,” said the 
Chief Justice. 

“To refuse now to apply the rule of apportionment to 
petitioner’s airplanes, after a half century of its application 
by this court as the means of avoiding prohibited multiple state 
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tax burdens on vehicles of interstate transportation; to extend 
to airplanes moving interstate over fixed routes on regular 
schedules, the rule that intangibles may be taxed at the busi- 
ness domicile whether or not taxed elsewhere; and to revive 
the abandoned doctrine that vessels may be taxed in full at 
their home port, while rejecting the correlative rule that they 
are exempt from taxation elsewhere, is to disregard the teach- 
ings of experience and of precedent. It subjects a new and 
important industry to state tax burdens, essentially discrim- 
inatory in their effect on interstate commerce, to which other 
interstate carriers are not subject and which it was the very 
purpose of the commerce clause to avoid... . 

“The judgment should be reversed and the case remanded 
for further proceedings in the course of which the state court 
would be free, if so advised, to inquire to what extent, if at 
all, the tax may, in harmony with state law, be apportioned 
in conformity to principles heretofore announced by this court, 
and to that extent sustained.” 


FINES IN DEMURRAGE CHARGE CASE 


Advice received by the Commission and made public by 
Secretary Bartel shows that the Kilby Steel Co., after having 
entered a plea of nolo contendere to the first and second counts 
of an indictment, in the federal court for the northern Alabama 
district, growing out of demands made by that company and 
two of its officers that the Louisville & Nashville Railroad Co. 
cancel and refrain from collecting lawful demurrage charges 
accruing on carload shipments of steel billets held by the steel 
company at Anniston, Ala., for unloading, has paid a fine of 
$1,000 on each count, or a total of $2,000. According to Secre- 
tary Bartel’s memorandum, all demurrage charges accruing 
against the steel company had been paid prior to the entry 
of the nolo contendere plea, and the case of the United States 
vs. Oscar M. Kilby was dismissed. 


Cc. & N. W. REORGANIZATION 


Judge John P. Barnes of the federal district court at Chi- 
cago, May 18, directed Claude A. Roth, trustee, Chicago and 
North Western, to pay the claims of 16 parties to the reorgani- 
zation case for allowances for expenses and fees for the period 
from May 1, 1940, to August 31, 1943. Nineteen groups repre- 
senting creditors, mortgage trustees, stockholders, and the 
debtor company filed claims and the Commission in March 
fixed $411,011.28 as the maximum aggregate allowances for 
services rendered by the parties. 

The court approved the maximum allowances fixed by the 
Commission for the 16 parties. As to the other three parties— 
the debtor group, the common stockholders, and the preferred 
stockholders—the court said that it would consider those claims 
further before it would make a determination (see Traffic 
World, March 18, p. 720). 


International Air Transport 


William A. M. Burden, Assistant Secretary of Commerce, 
in an address May 17 before the Foreign Commerce Club of 
New York, in New York City, made several predictions as to 
passenger and freight traffic of transoceanic air carriers in the 
first ten years after the war and advocated operation of inter- 
national airlines by private enterprise rather than by govern- 
ment. 

Airplanes that would be in service in the greater part of 
the ten-year postwar period covered by his predictions, he said, 
were already under ‘construction. He observed that at least 
five years elapsed from the time a new plane design was begun 
until the time the plane was placed in quantity production for 
airline service, and he added that new transport aircraft had 
in the past had four to eight years of active service on trunk 
routes before being relegated to smaller and less important 
operations. Adding those two periods together, he said, it was 
“almost certain” that the transoceanic planes now being de- 
signed would be in first line service at least until 1952 and 
“maybe much longer.” They would be conventional four- 
engined or six-engined planes, and most of them would carry 
40 to 60 passengers, while one or two large types would carry 
100 to 150 passengers, he said. 

“The fares,” he said, “will vary widely with the luxury 
of the accommodations offered (which, of course, may vary 
between individual airplanes of the same model), but the fare 
for standard accommodations, about equivalent to those on our 
present Pullman cars, will be approximately $250 or about the 
same as the prewar minimum first-class fare on the Queen 
Mary. Passengers who are willing to sit in a chair all night 
may be carried somewhat more cheaply.” 


Overseas Air Cargo Rates 


Mr. Burden said that in the field of cargo transport he 
agreed with Edward Warner, member of the Civil Aeronautics 
Board, who had estimated that the lowest ton-mile air freight 
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rates over the north Atlantic in the first five years after the 
war probably would be “14 to 18 cents, or 30 to 40 times pres- 
ent ocean steamship rates.” Taking the larger figure, Mr. 
Burden said, it would cost about $6 to send a 20-pound package 
from London to New York, and to send a ton of goods would 
cost $630. 

“While a significant amount of traffic in high: value mer- 
chandise might build up at those rates,” he continued, “the 
volume would hardly be significant in terms of steamship 
transportation. 

“The exact volume of transoceanic traffic is, of course, 
difficult to predict, but if we take into consideration both the 
diversion from steamship traffic and the creation of new trafiic 
by the faster and more convenient service, it may well reach 
50 per cent to 100 per cent of prewar steamship traffic within 
the first ten years after the war... . Such a service as I have 
described will, before many years have passed, attract a very 
large volume of passenger travel and will develop an entirely 
new type of specialized air freight traffic. 

“But this progress can be achieved only if there are sub- 
stantial improvements in the international legal and organiza- 
tional agreements for air transport... .” 


Prewar Agreements 


He said that, before the present war, international ar- 
rangements in air transport were “complicated and burden- 
some,” and added: 


The experience of the United States clearly emphasizes how the pre- 
war system often operated to retard the growth of air transport. Our 
transpacific service operated to Manila for nearly two years before 
landing rights could be obtained in Hongkong. In the case of the North 
Atlantic, discussions with the British were begun in 1933, but it was 
four years before service was opened. Our own country was far from 
liberal in its attitude. In 1937 the application of the Dutch airline, 
K. L. M., for landing privileges in Miami was refused. Similarly in 
1938, applications of British and Dutch companies to land in Hawaii 
were denied. Dozens of similar instances could be drawn from the air 
transport history of other nations. ... 


He said that there still existed among the nations the 
“groundless phobias” (1) that the freer expansion of air trans- 
port might permit the creation of military aviation in disguise, 
and (2) that such expansion might lead to “what is often 
called ‘ruthless competition’ or ‘economic war.’”’ 

“On the home front,” he continued, “there are two burn- 
ing questions: the possibility of government ownership and the 
question of private monopoly. The recent pronouncements of 
the President and the attitude of Congress seem to make gov- 
ernment ownership of American air transport companeis en- 
tirely out of the question. Nevertheless private monopoly con- 
tinues under our present law.” 


International Commission 


He stated that the American policy in regard to free com- 
mercial air transit, the desirability of creating an international 
judicial body to control the economic aspects of international 
aviation, and other such matters, had not yet been made clear. 
He said that creation of an international Civil Aeronautics 
Commission with consultative and advisory functions in the 
economic field and broader duties in the technical field ‘might 
prove a helpful step.” He took the position that “freedom of 
the air,” with commercial aircraft having the right to fly any- 
where in the world and pick up and discharge traffic at any 
airport, might result in commercial anarchy, but that “free- 
dom of commercial transit’ would give commercial aircraft the 
right to cross foreign countries and land for refueling or emer- 
gency purposes only, without obtaining special authority. He 
added that “this freedom of commercial transit is a sine qua 
non of the intelligent development of international air trans- 
port.” His address included the following: 


Despite any agreement that may be reached on commercial air 
transit, it seems probable that arrangements for the picking up and 
discharge of traffic will continue to be negotiated between governments 
or between companies and governments. However, the principle must 
be established that nations should not prevent new international serv- 
ices from starting merely because they are not themselves prepared to 
_run reciprocal services. In the same way it is to be hoped that future 
international agreements will not place fixed ceilings on the number of 
schedules that can be flown per week or per year. ... 


If we are to have sense in transportation, we must relax the count- 
less restrictions which slowed the development of international airiines 
before the war. We must accept the fact that there will be competition 
in air transport as there is in all forms of international business. We 
must regulate it, insofar as regulation is necessary, as transport entel- 

rise. 
' It is to the interest of the nations of the world to throw their weight 
toward the commercialization of air transport operations. Neither the 
United States nor any other nation Which allows its air transport to be 
carried out by private enterprise need fear that it will be overwhelmed 
by foreign government airlines. History is not replete with instances 
of forceful administration or of rapid technical progress where govertl- 
ment monopolies have existed; and those countries which place prestige 
above efficiency may suffer competitively as a result. If we throw ou! 
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weight in the international scale for the organization of air transport 
along commercial lines, we can have confidence that the young Amer- 
icans who make air transport their life work will have the greatest 
possible opportunity to carve out careers for themselves and to build 
up a new industry which will be of tremendous world significance. 


Cc. A. B. Consolidation Order 


By an order (serial No. 2844), the Civil Aeronautics Board 
has severed parts of applications of some applicants, assigning 
new docket numbers to them, and has consolidated them with 
applications of other applicants into one proceeding ‘for hearing 
at a time and place to be hereafter designated before an ex- 
aminer of the board.” The order affects 23 applicants. 

The board assigned docket No. 1395 to parts of an appli- 
cation of American Airlines, Inc., in No. 1375, requesting 
authority to include Palm Springs; Calif., as an intermediate 
point on that carrier’s route between San Diego and Long 
Beach, Calif., and to engage in local air transport between San 
Diego and Los Angeles. 

The board severed from the application of Greyhound Sky- 
ways, Inc., in No. 917, parts proposing service between Tucson, 
Ariz., and San Diego, between Winslow, Ariz., and Santa 
Monica, Calif., between Phoenix, Ariz., and Los Angeles, and 
routes numbered 7, 75, 76, 77 and 78 in that application, as- 
signing ty these parts of the Greyhound Skyways application 

oO. . 

Docket No. 1397 was assigned by the board to parts of 
an application of Interstate Transit Lines, in No. 950, pro- 
posing service on routes numbered 5, 6, 7, 8 and 9. All of 
the application of Northwest Airlines, Inc., in No. 935, except 
a part proposing service from Seattle and Port Angeles, Wash., 
to Victoria, B. C., was severed from that proceeding and 
docketed as No. 1398. A part of an application of North Coast 
Transportation Co. in No. 1012 proposing service on routes num- 
bered 1, 2 and 3 was severed from No. 1012 and assigned docket 
number 1399. A part of an application of Washington Motor 
Coach Co., in No. 1120, proposing service on routes numbered 
1 to 5, inclusive, now is docketed as No. 1400. 


The board has sent letters to many applicants, according 
to areas proposed to be served, announcing prehearing confer- 
ences with a view to consolidation of the applications for 
hearing. One such prehearing conference, for applicants pro- 
posing air service in Oklahoma and Texas, was set for June 7; 
another, for those proposing service in the north central states, 
was set for June 27; still another, for applicants proposing 
service in the New England states, was called for June 9, and 
a conference for applicants proposing service in Florida was set 
for June 20. All the conferences will be held in Washington. 


C. A. A. Airport-Planning Unit 


Establishment of an urban planning section to assist metro- 
politan areas in the development of comprehensive airport plans 
has been announced by the Civil Aeronautics Administration. 

Eric von Hausswolff and Edgar N. Smith have been ap- 
pointed planning consultants, and are already at work in the 
Philadelphia area, in cooperation with the Philadelphia City 
Planning Commission, representatives of eight adjoining coun- 
ties of Pennsylvania and New Jersey, and the aeronautics com- 
missions of the two states, according to the announcement. 

“The method being used emphasizes the needs of private 
flying,” the C. A. A. said. “First, the planners determine where 
the potential plane owners live, with family income the criterion, 
and then find the nearest undeveloped area within which to 
search for a suitable airport site. Before final choice of site, con- 
sideration is given to related elements in the community plan, 
such as highways, railroads, waterways, etc., and to the existing 
and proposed pattern of airways, major airports, and feeder 
line routes. ... 

“Creation of the urban plann:ng section rounds out a three- 
point program of the C. A. A. for furnishing airport planning 
assistance to communities desiring it. Units have already been 
set up to compile and furnish information on airport manage- 
ment, and design of airport buildings. The three units will sup- 
plement the broader activities of the C. A. A. in surveying the 


needs of a national airport system and formulating design and 
construction standards.” 


International Air Transport 


_. Representative Priest, of Tennessee, has expressed oppo- 
Sition to a proposal to cancel contracts between the Navy De- 
partment and several U. S. airlines for overseas air transport 
operations. He stated his views on that subject in an extension 
of remarks in the Congressional Record. 
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“Prior to the war,” he said, “this country was represented 
in the international field by the Pan American Airways Sys- 
tem. . . . During the war, American Export Airlines and a 
large number of our experienced and capable domestic oper- 
ators have been conducting air transport operations abroad 
under contract with the army and navy. High officers of the 
army and navy agree that these contract operations have been 
of immense value in the prosecution of the war. They have 
actually changed the course of the war in important theaters. 

. . The great accumulation of experience in international 
operations and overocean flying which these domestic airlines 
and American Export have acquired. This experience will be 
of incalculable value to this country when the war is over... . 

“During recent hearings before a subcommittee of the 
House committee on appropriations considering the Navy De- 
partment appropriation bill for 1945, members of the subcom- 
mittee expressed doubt as to the wisdom of continuing ceréain 
of the civilian contract services. . . . These members indicated 
the belief that public funds could be saved by canceling these 
contracts, since the navy had, since the war began, acquired 
experience in long-distance air transport operations. . . . Study 
would show that cancelation of these contracts would not save 
the public any money. . . . More important, we would be play- 
ing into the hands of our future international competitors if 
we cut off these important contract services now. The British 


eee not contemplating the adoption of any such short-sighted 
policy. ...” 


Postwar Airport Financing 


A formula for allocation of federal funds for airport con- 
struction after the war was proposed by Charles I. Stanton, 
administrator of civil aeronautics, in an address before a Mary- 
land aviation forum at Baltimore, Md. 

He said that if Congress authorized a federal-aid airport 
program, the funds appropriated could be apportioned by the 
Civil Aeronautics Administration on the basis of a formula tak- 
ing into account four factors: (1) the area of the state; (2) its 
population; (3) the number of registered aircraft in the state, 
and (4) the existing number of accredited airports. Under this 
plan, he added, each state would have to match a specified per- 
centage of its quota of federal funds. He suggested that if a 
federal appropriation of $90,000,000 were made available, one- 
third of that sum could be allocated on the basis of area of 
each state, another third on the basis of population, and the 
remaining third on the basis of number of registered aircraft, 
with the number of existing airports as “a modifying factor in 
connection with each of the other three.” He observed that 
$30,000,000 would provide an average per capita allocation of 
22.8 cents, and added: 


With 2,517 airports listed in our last airport summary, the popula- 
tion per airport is 52,312. Therefore, a state which happens to have 
52,312 people per existing airport would receive an allocation at the rate 
of 22.8 cents per capita—but, of course, no state has exactly that aver- 
age, so the per capita allocation would be varied in proportion to the 
respective populations per airport. In the case of Maryland . . . the 
population per airport is 95,551—82.6 per cent over the national average 
per airport—so the 22.8 cents . - would be increased accordingly, 
bringing it to 41.6 cents for Maryland. . . . On the basis of the total 
area of the total area of the United States ... the allocation (of 
$30,000,000 on the basis of area) should average $9.93 per square mile 
of area. . . . Maryland (including the District of Columbia) had only 
409 square miles per airport (as against 1,201 square miles per airport 
for the entire country) so that the Maryland allocation per square mile 
would be reduced proportionately and come out at $3.38. ... 

Coming to the basis for allocation of the last third of the appropria- 
tion—that is, registered aircraft—we find that the U. S. average of air- 
craft per existing airport is 9.0, a figure I expect to be multiplied by 
at least 10 times in 1950. On the basis of the 22,660 registered civil 
aircraft, the average allocation should work out to be $1,324 per air- 
craft. Maryland and the District had 24.46 aircraft per airport on the 
basis of the last figures, as compared with the U. S. average of 9.0, 
and its allocation should be modified by the proportion 24.46 to 9.0 
which would work out to $3,598 per aircraft in Maryland, compared with 
the national average of $1,324. 

Of course in adding the three sums, you would have to make an 
adjustment downward, because you can’t average averages, so we find 
that Maryland would receive $2,739,441.71 out of a $90,000,000 appropria- 
tion allocated according to this formula, or roughly 3 per cent of the 
national total. 


Mr. Stanton said the C. A. A. was now completing a 
“revision” of “our national airport program,” representing the 
C. A. A. estimate for each state of the number of airports of 
various sizes that would be needed to accommodate fliers in 
the first five to ten years after the war. It appeared, he said, 
that Maryland would need more than triple its present 24 air- 
fields, “with most of the increase required in Class I and II 
airports and private and local commercial flying and local 
feeder route operations.” The national airport plan envisaged 
3,000 new airports, he said. He said the C. A. A. would not 
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operate any of the ports, but that it could offer those concerned 
with management the information collected by it on airport 
practices that had proved successful. He said many men now 
in the air forces had indicated to him their desire to become 
airport managers or flying service operators. 


AIR CERTIFICATE APPLICATIONS 


Frontier Airways, Inc., of Denver, Colo., a corporation in 
which, according to the applicant, Braniff Airways, Inc., has 
a financial interest, has filed an application with the Civil 
Aeronautics Board for authority to institute scheduled air 
transportation of persons, property and mail over four circle 
routes, each beginning and ending in Denver, and serving many 
points in Colorado and points in Wyoming, Nebraska, New 
Mexico and Kansas. The application is docketed as No. 1390. 

Other new applications filed with the C. A. B. are: 


No. 1391, Joe T. Hinkle, Norman, Okla.; scheduled transportation 
of persons, property and mail over three circle routes beginning and 
ending in Oklahoma City and serving many points in Oklahoma and 
adjacent states, and over routes between Oklahoma City, on the one 
hand, and Texarkana, Tex., and Wichita, Kan., on the other. 

No. 1392, J. I. Leak, Ocala, Fla.; scheduled transportation of per- 
sons, property and mail between Miami, Fla., and Louisville, Ky., via 
many specified intermediate points. 

No. 1393, Homer D. Owens and George H. Kies, dba Austin Air- 
lines, Austin, Tex.; transportation of persons, property and mail in 
local or feeder airline service over a circle route beginning and ending 
in Austin, serving 11 points in Texas, including Huntsville, Beaumont, 
Houston, Corsicana and Waco. 

No. 1394, Houston Airways, Inc., Houston, Tex.; transportation of 
persons, property and mail over circle route beginning and ending in 
Houston, serving many points in Texas and Louisiana. 

No. 1401, John Walatka, dba Walatka Air Service; application for 
exemption so as to authorize, under temporary certificate, immediate 
institution of air services in Alaska proposed in application by Wa- 
latka Air Service docketed as No. 1309. 


WARD ON POSTWAR POLICIES 


Testifying before the House select committee on postwar 
military policy, May 17, J. Carlton Ward, Jr., president of the 
Fairchild Engine & Airplane Corporation and a governor of 
the Aeronautical Chamber of Commerce of America, Inc., 
recommended, among other things, encouragement of a strong 
civil air force and merchant marine as vital military reserves 
and as “instruments of future military policy.” 

He advocated, also, effectuation of a plan for compulsory 
military, naval and air training; freezing of stockpiles of 
strategic materials, to make available materials needed for 
instant war activity in the face of a sudden war emergency; 
retention of government-owned industrial facilities as “surplus 
emergency arsenals’; continuation of military research proj- 
ects; a peacetime plan for total war mobilization; retention of 
rights to advanced air bases, and an educational program on 
the subject of war, its causes and results. 

He submitted a “policy of American air power” that, he 
said, had been adopted by the board of governors of the Aero- 
nautical Chamber, calling for: (1) maintenance of adequate air 
forces at such strength and in such state of readiness as to 
preclude successful assault on this country or its possessions; 
(2) acquisition and maintenance of air bases “essential to our 
security and that of overseas trade”; (3) facilitation of orderly 
and economic expansion of domestic and international air 
transport and of private flying, and (4) preservation of a strong 
aircraft manufacturing industry. 


RETURN OF PLANES TO AIRLINES 


Postmaster General Frank C. Walker and the Civil Areo- 
nautics Board announced, May 18, that they had been notified 
by the War Department that fourteen more planes of the DC-3 
type were being returned immediately to the domestic airlines. 

“On June 1, 1942, 158 of the 324 planes then in operation 
on the domestic routes were taken over by the Army for use 
in military transport services,’ the Postmaster General and 
the C. A. B. said. The 34 transport aircraft which have been 
added to the commercial fleet since that time have not been 
sufficient to enable the air carriers to meet the tremendously 
increased demands for the air transportation of mail and prior- 
ity passengers and express.” 

Postmaster General Walker stated that since June, 1942, 
air mail had grown from approximately 31 billion pound-miles 
in 1942 to an estimated 80 billion pound-miles in the current 
fiscal year. The public had turned to this communication in- 
strumentality as most nearly meeting the needs of the supreme 
war effort and the anxieties of separation, he said. 

The Civil Aeronautics Board, to which the War Depart- 
ment gave the responsibility for the allocation of planes to the 
domestic carriers, stated that the fourteen planes would be 
assigned to meet the critical congestion of traffic on the com- 
mercial routes. 

The additional 14 planes would bring the commercial air 
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transport fleet up to 214, according to the announcement which 
added that “more planes are expected as they can be released 
from the direct war effort.” The Civil Aeronautics Board said 
that any available additional planes would be allocated in an 
effort to permit the air carriers to render the greatest contribu- 
tion to wartime air transportation. Postmaster General Walker 
said that the prospects were good for the early elimination of 
all serious congestion in air mail traffic. 


AIRLINE STOP AT SAN ANTONIO 


The Civil Aeronautics Board has announced that it has 
designated San Antonio, Tex., as an intermediate point on the 
route of American Airlines between Fort Worth-Dallas, Tex., 
and Monterrey, Mexico. It said the additional authorization 
was accomplished by amendment of the temporary certificate 
of American for service to Mexico, which had been approved 
by President Roosevelt. — 


MONTANA NONSTOP AIR SERVICE 


Authority to inaugurate nonstop air service between Great 
Falls and Billings, Mont., and between Billings and Casper, 
Wyo., on air route No. 28 has been granted by the Civil Aero- 
nautics Board to Inland Air Lines, Inc., effective as of May 5. 


U. S.-HAWAII AIR SERVICE 


By an order, the Civil Aeronautics Board had granted a 
request to Transcontinental & Western Air, Inc., for dismissal 
of its application in No. 1059, for authority to transport per- 
sons, property and mail by air between Honolulu, Hawaii, on 
be one hand, and Los Angeles and San Diego, Calif., on the 
other. 

Examiner Albert F. Beitel, of the C. A. B., in a prehearing 
conference report on applications of six companies for authority 
to engage in air transport service between Honolulu and one or 
more cities on the mainland, noted that three of the applicants 
asked that the hearing in the consolidated proceeding be held 
on the west coast and said the request would be submitted to 
the board. He said the hearing date was set tentatively for 
September 11. The docket numbers and applicants involved 
are: No. 851, Hawaiian Airlines, Ltd.; No. 1065, Matson Navi- 
gation Co.; No. 1110, Northwest Airlines, Inc.; No. 1385, United 
Air Lines, Inc., No. 1383, Western Air Lines, Inc.; and No. 1368, 
Ryan School of Aeronautics, Inc. The examiner said it was 
agreed that additional applications or amendments to applica- 
tions must be filed on or before May 30. He said he would 
recommend that intervention applications by Pan American 
Airways, Inc., and the Department of Justice be granted. 


AIR TRAFFIC CONFERENCE 


The Air Traffic Conference of America will hold its annual 
meeting at the Brown Palace Hotel, Denver, Col., July 17 and 
18. The conference is a division of the Air Transport Associa- 
tion. Hosts at the Denver meeting will be the Braniff, Inland, 
United and Continental Air Lines. In addition to the traffic 
executives of domestic airlines, vice-presidents in charge of 
traffic and advertising executives of Pan American Airlines and 
the American Export Airlines, as well as representatives of 
Canadian and Alaskan airlines, will attend. L. Welch Pogue, 
chairman, Civil Aeronatics Board, will be a guest. Charles E. 
Beard, vice-president, traffic, Braniff Airways, president of the 
conference, will preside. Those attending will visit Phantom 
Valley Ranch near Grand Lake, Colo. 


USE OF PHILADELPHIA AIRPORT 


Representative Myers, of Pennsylvania, has introduced 
H. Res. 545, directing the House committee on interstate and 
foreign commerce to conduct an investigation to determine 
“what action may be taken to bring about a resumption of 
common carrier air service for the city of Philadelphia, Pa.” 
Suspension of service at the Philadelphia airport was ordered 
by the Civil Aeronautics Board December 22, 1943, because 
of “special hazards” due to intensified military activity in that 
area. Subsequently, the board instituted an investigation to 
determine whether the suspension order should be modified or 
revoked (see Traffic World, March 4, p. 595). 


TAMPA-MIAMI AIR SERVICE 
The Civil Aeronautics Board, by an order in No. 445 and 
related cases, has determined that “the national defense no 
longer requires” that inauguration of service by Eastern Alr 
Lines, Inc., beyond Tampa, Fla., to Miami, Fla., on route No. 
40, extending from Atlanta, Ga., to Tampa, be delayed. 


INTER-AMERICAN AIR MAIL ANNIVERSARY 
Observances of the fifteenth anniversary of the beginning 
of inter-American air mail services were held in a number of 
South American republics this week. The service began, 
1929, between the United States and Peru, via Pan American 
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Airways connecting with Panagra at Panama. The evening of 
May 18, the anniversary day, the postmaster general of Peru 
broadcast a congratulatory message to the postmaster of the 
United States over Radio Nacional at Lima. 


Cc. & S. APPLICATION DISMISSAL 
An application by Chicago & Southern Air Lines, Inc., for 
severance of its application in No. 1085 from the consolidated 
proceeding, No. 525 et al., involving proposed air service to 
Mexico, Central and South America and the Caribbean area, 
and for dismissal of the application, has been granted by the 
Civil Aeronautics Board, by an order (serial No. 2850). 


TOWMOTOR LIFT TRUCKS FOR AIR CARGO 


American Export Airlines has purchased Towmotor lift 
trucks for handling air cargo at its terminals, according to the 
Towmotor Corporation. It says the lift trucks have been 
found efficient in lifting and lowering loads into and from 
airplanes with precise control; in reaching through airplane 
doors to pick up and set down loads, and in transporting cargo 
from shed to plane and from one plane to another. 


St. Lawrence Waterway 


The St. Lawrence waterway and power project was de- 
scribed in the May 15 issue of the United Mine Workers Jour- 
nal as “nothing more than a paternalistic, national-spending 
campaign to fulfill the dreams of President Roosevelt and his 
courtiers.” 

“President Roosevelt’s pet, permanent-unemployment proj- 
ect, the St. Lawrence waterway and power development,” the 
semi-monthly publication of the mine workers’ union said, “‘is 
being paraded in full dress again. One by one, members of 
the Cabinet are letting Congress know that they are in favor 
o fthe Aiken bill being enacted, which would authorize the de- 
velopment of the St. Lawrence project in the postwar period. 

“Those in the know regard the St. Lawrence development 
as the most colossal of all the New Deal proposals of made- 
work projects in the days to come after the war. The under- 
taking is nothing more than a paternalistic, national-spending 
campaign to fulfill the dreams of President Roosevelt and his 
courtiers—national-planning smart boys—to effectuate the per- 
manent displacement of thousands of men engaged in shipping, 
railroad transportation and coal mining, as well as longshore- 
men, and the permanent destruction of many small busi- 
nesses. ... 

“From the very beginning of New Deal sponsorship of this 
hackneyed, uneconomic monstrosity, the New Dealers have in- 
dulged in false and misleading propoganda, concocted to de- 
ceive the public as to the true value and necessity for the 
undertaking. .. .” 

The article included quotations from testimony presented 
in 1941 before the House rivers and harbors committee by John 
L. Lewis, president of the United Mine Workers of America, 
in opposition to the St. Lawrence project. 


Hemisphere Foreign Trade Zones 


Material designed to encourage the establishment of more 
“free ports” in the western hemisphere and pointing to advan- 
tages claimed for the New York Foreign Trade Zone was con- 
tained in a circular, in Spanish, distributed by the Commerce 
Department’s Inter-American Development Commission to dele- 
gates to the Western Hemisphere Economic Conference, meet- 
ing in New York City, final sessions of which were to be held 
May 18. The commission has made available an English trans- 
lation of the circular. It said that free trade zones were being 
planned at New Orleans, Houston and San Francisco. 

After referring to the New York zone as the most impor- 
tant foreign trade zone in the western hemisphere, the commis- 
sion said that, in that zone, commodities might be reworked 
and adapted for wider markets; that foreign and domestic 
products were combined for shipment abroad or for importa- 
tion into the United States, and that cargoes might remain for 
an indefinite period, with shrinkage and other losses being taken 
into consideration when they were ready for shipment. 

“Other advantages,” it said, “are that defective or lower- 
Standard cargoes may be sorted out and either removed or re- 
placed before customs entry. Commodities may be processed or 
manipulated in any way to give advantage on duty rates... . 
Importers also benefit from the fact that no part of their capital 
is tied up in taxes, bonds or duties. This gives them opportunity 
to sell the merchandise under more favorable conditions than 
if they were pressed for time. Goods awaitine a seasonal mar- 
ket in New York, such as Brazil nuts, benefit by zone storage 
privileges. An importer may take prospective customers to the 
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zone to examine and inspect merchandise at any time without 
the expense of supervision by a customs storekeeper. 

“The New York Foreign Trade Zone has been particularly 
valuable in cultivating better inter-American trade relations. 
Among the products of the Americas which entered the zone 
in 1941, for mutual interchange or for processing or reexport 
abroad were: -Canned meats, leather, mica, seeds from the 
Argentine; asbestos, wood pulp, furs, vanillin from Canada; 
copper, grains, peas and beans from Chile; edible and oil-bear- 
ing nuts, cotton, coffee from Brazil; ores and skins from Bolivia; 
gums, resins, herbs from Colombia; cocoa, peas, cotton from 
Ecuador; pharmaceutical products, wool, yarn, coffee from 
Guatemala; chick peas, lead ores, quicksilver, istle, diamonds 
from Mexico; fodders, lentils, peas from Peru; canned meats, 
animal oils and fats from Uruguay; hides, skins, coffee and 
spices from Venezuela. .. .” 

The circular noted that a free port had been established 
at Santos, Brazil, in 1943, saying it was modeled after the New 
York zone; that the free zone of Matanzas, Cuba, was created 
in 1934; that-Mexico and Bolivia also had some free zones, and 
that “the subject is being studied in various other countries.” 

“The benefits derived from the free zone of New York,” 
it continued, “have impelled several other cities of the United 
States to take steps to offer similar facilities. New Orleans, 


Houston and San Francisco are planning to establish free zones 
after the war.” 





M. C. Purchase of Ships 


Admiral Land, chairman of the Maritime Commission and 
head of the War Shipping Administration, in testimony, May 
17, before a subcommittee of the House merchant marine com- 
mittee investigating the acquisition of ten Southern Pacific Co. 
(Morgan Line) vessels by the commission, a transaction that 
the Comptroller General had described as wasteful, said the 
vessels performed “an extremely valuable service” early in the 
war (see Traffic World, April 22, p. 1142)...” 

“T would venture to say,” he added, “that the total amount 
expended for these operations, including the acquisition of the 
vessels and their conversion, would bear very favorable com- 
parison with the results which might have been obtained under 
any other arrangements.” 

The Comptroller General in a report to Congress had 
alleged that the commission in 1941 had spent a total of $8,313,- 
981, or about $125 a deadweight ton, for the ten Morgan Line 
vessels at a time when they could have been requisitioned un- 
der section 902(a) of the merchant marine act, i936. Admiral 
Land, in his testimony, stated the commission’s position on this 
matter as follows: 


Since many of these vessels had to be converted in a manner suit- 
able for overseas operation, merely asking the owners to use them for 
their own account but in services which we desired did not solve the 
problem. Since we were not at war and since the term of service might 
be short or long, charter rather than acquisition for title was considered 
to meet the needs of the government and the most equitable to the 
owners. In connection with this program, we communicated with the 
Morgan Line, for use on charter basis of part of their fleet, but... 
this was considered by them to be disruptive of their existing services 
and would inevitably result in substantial losses to the Southern Pacific 
Co. with respect to both its steamship and rail lines... . . The Morgan 
Line . . . finally offered to sell the entire fleet of 10 vessels at a price 
of $100 per deadweight ton. . . . We had worked out a price of a little 
less than $70 per deadweight ton. . . . It was finally worked out that 
the aggregate price should be increased by $60,000 (about $1 a dead- 
weight ton), and on this basis the transaction was consummated... 

The Comptroller General’s figures with regard to the sums expended 
on these vessels do not contain any breakdown as to the reason for the 
various expenditures. . . . The amount spent for so-called maintenance 
repairs was about $860,000, or about 25 per cent of the total expendi- 
ture. . . . The rigors of the North Atlantic trade were such that the 
vessels had to be strengthened in several respects. ... 


Under questioning by committee members, Admiral Land 
said that the vessels were needed immediately, at the time 
they were acquired, and that construction of new vessels would 
have required from 8 to 16 months. He said the cost of new 
ships would have ranged from $1,500,000 to $2,700,000 a ship, 


Vessel Construction Insurance 


The Maritime Commission has announced it has restored 
to the commercial market a large volume of builder’s risk 
insurance on vessels under construction in American shipyards. 
Much of such insurance, it said, had been assumed by the gov- 
ernment in connection with the wartime merchant shipbuilding 
program. In its announcement the commission said: 


The commission’s action is expected to aid in the rehabilitation of 
the American Marine Hull Insurance Syndicate, an association of ma- 
rine underwriters, which was formed in 1920 at the direction of the 
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merchant marine and fisheries committee of the House of Representa- 
tives. While writing approximately 95 per cent of the huli insurance 
placed in the American market, the Syndicate has for many months 
sustained heavy financial losses due in part to the covering of certain 
risks by government agencies. 

The Syndicate’s business was greatly reduced because of the as- 
sumption by the War Shipping Administration, until recently, of a large 
amount of the insurance usually flowing to the Syndicate. During the 
same period, the Maritime Commission assumed builder’s risks on all 
vessels being built under price-minus contracts, including third party 
liabilities in connection with these vessels, and marine risks on its con- 
struction subsidy interest on vessels which have been sold. 

Builder’s risk policies cover loss of or damage to the vessel and 
liability tor toss or damage to the property of third parties and for loss 
of life and personal injury to others than employes of the contractor. 
Underwriters comprising the Syndicate provided safety features and 
yard .nspection which proved beneficial. 

Upon recommendation of its post-war planning subcommittee on 
shipping finance and insurance, the commission last December voted to 
reconsider its policy on insurance of ships under construction for its 
account. It directed that vessels contracted for under price-minus con- 
tracts, be protected by builder’s risk insurance almost all of which is 
written by the Syndicate. 

In addition to helping pressure the Syndicate and its auxiliary 
organizations as aids to the merchant marine in the post-war period, 
the Maritime Commission would be protected against claims for loss 
and damage to vessels under construction. Additional benefits it fore- 
saw included approved inspection service and avoidance of confusion 
over responsibility for various risks. 

The commission’s present action adopts the recommendations of its 
division of insurance for effecting return to its pre-war policy on such 
insurance. 


Ocean Rate Policy Inquiry 


“In its effort to ascertain what measures will be most 
beneficial to the postwar merchant marine and overseas com- 
merce, the Maritime Commission has begun a study of sug- 
gestions that the prohibition of deferred rate rebates on ocean 
cargoes be repealed,’ the commission said May 17. “A public 
hearing will be held in the near future, at which shippers, 
ship operators, and other interests affected will be heard. 

‘Deferred rebates, legal in almost all maritime nations 
except the United States, have been a subject of controversy 
for more than 30 years. They were finally outlawed by Con- 
gress in the shipping act of 1916. 

“The system of paying such rebates to shippers had fol- 
lowed formation of rate rings or conferences by steamship 
lines. The conferences were formed as a defensive measure 
to limit competition between members and also cope with 
competition from tramp ships and other casual carriers who 
were not members. Mere organization of the conference, how- 
ever, was found not fully effective in checking outside com- 
petition and the deferred rebate system was devised to furnish 
an incentive for patronizing conference vessels. 

“The general principle upon which the system worked was: 
If a shipper used the facilities of the conference exclusively for a 
period varying from four months to a year, the shipper could 
make application for a rebate and if the claim was allowed 
the carrier, after another period of exclusive use, generally the 
same as the first, would pay the rebate, generally 10 per cent 
of the freights paid during the first period. The succession of 
rebates could continue indefinitely. 

“The principal objections to the deferred rebate system, 
were the deferred feature of the payments earned, the secrecy 
surrounding the rebates and the rates on which they were based, 
leading to discrimination as between shippers and the denial 
of shipping facilities to shippers who refused to use exclusively 
the lines offering the rebate. 

“With the requirements of publicity for conference agree- 
ments and rates made thereunder and prohibitions against dis- 
crimination, the question arises whether the statutory prohibi- 
tion against the deferred rebate system should be modified. 

“Shippers, operators, and others wishing to be heard at the 
hearings should communicate with the Secretary of the Mari- 
time Commission before June 1.” 


WATER TARIFF VIOLATION 

The Maritime Commission has announced that it will hear 
oral argument on exceptions to the examiner’s proposed report 
in No. 626, Transportation by Mendez & Co., Inc., Between 
Continental United States and Puerto Rico, May 29, in room 
1851, Department of Commerce Building, Washington, begin- 
ning at 10 a. m., Eastern War Time (see Traffic World, April 
29, p. 1174). 


MARITIME COMMISSION DOCKET ACTION 
In No. 573, Port Commission of the City of Beaumont, 
Texas, et al. vs. Seatrain Lines, Inc., et al., has denied the 
petition of complainants, except Port Commission of the City 
of Beaumont, for reconsideration of the report and order en- 
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—_ herein December 30, 1943 (see Traffic World, Jan. % 
p. . 
In No. 631, The Standard Ultramarine Co. vs. Havana 
Steamship Conference et al., the commission has dismissed the 
complaint, stating that complaint has been satisfied by respond- 
ents and complainant has consented to dismissal. 


’ 


W. S. A. RATE ACTION 

The War Shipping Administration in its rate order No. 
260, rates, U. S. North Atlantic ports to Gibraltar, has pre- 
scribed as maximum berth rates no higher than those authorized 
for the trade from U. S. North Atlantic ports to ports of dis- 
charge in Morocco, Algeria, and Tunisia, North Africa and 
shown in the Eastbound Morocco Algeria, Tunisia Freight Con- 
ference Tariff No. 5, effective April 2, 1943, including supple- 
ments thereto and reissues thereof. 

By its rate order No. 259 the W. S. A. has prescribed as 
maximum in the trade from U. S. North Atlantic ports to the 
Island of Malta berth rates no higher than the base port rates 
heretofore authorized for the Adriatic, Black Sea and Levant 
Conference as shown in its Tariff No. 13, supplements thereto 
and reissues thereof, said rates to be effective from the date of 
reestablishment of service to said Island of Malta. 

In its rate order No. 258 the W. S. A. has prescribed rates, 
surcharge and related conditions for the trade between U. S. 
Atlantic and Gulf ports and the West Coast of Africa. In its 
rate advice No. 89 it has authorized rates and surcharges, 
tankers, petroleum and petroleum products in bulk, from East 
Coast of Columbia to Chile. 


MALLOY WATER APPLICATION 


In W-903, Lawrence H. Malloy, of Harrison’s Landing, Un- 
casville, Conn., asks the Commission for authority to continue 
in operation as a common or contract carrier of bulk cargoes 
between all points on Narragansett Bay, Long Island Sound, 
Connecticut, New York, and New Jersey ports, and the various 
New York government ports, and the islands and ports of Rhode 
Island at the same time claiming exemption under section 303(g) 
(1) and (2) in respect of the applicant’s business of planting, 
harvesting and selling his own oysters; transportation of mer- 
chandise of others unconnected with any control, management 
or arrangement by or with common carriers; and transportation 
and sale of his own cargoes. 

The applicant said that none of the shipments of freight 
normally made, at least within the past ten years, were under 
any common control, management or arrangement with com- 
mon carriers. He said all agreements for handling freight were 
with the owners of the cargoes, although at times he might have 
had occasion to load merchandise at the delivery point of a 
common carrier and deliver it to some point designated by the 
owner, the cost of the freighting to be paid for by the owner 
directly and not by or through the common carrier. 


COMMERCIAL BARGE EXTENSION 


Commercial Barge Lines has asked the Commission, in 
W-571, for authority to “enlarge” the period of time in which 
it may institute service over that portion of the Tennessee River 
between Chattanooga and Knoxville for the duration of the na- 
tional emergency or such other reasonable period as the Com- 
mission might determine. The applicant said it had filed a peti- 
tion asking authority to extend its service as aforementioned on 
the Tennessee River at the time that portion of the river became 
navigable. However, it said, in order to institute the service 
within the 120 days required by the Commission, it would be 
necessary to take its vessels out of the oil towing service which, 
it said, was said to be of the utmost importance to the war effort. 


SHIP CONSTRUCTION 

Contracts for the construction, at five different shipyards, 
of 51 cargo vessels of the Cl-M-AV1 type, approximately 5,000 
deadweight tons, have been announced by the Maritime Com- 
mission. The vessels will be built at the yards of the Consoli- 
dated Steel Corporation, Ltd., Wilmington, Calif.; 13 vessels; 
J. A. Jones Construction Co., Brunswick, Ga., 11 vessels; South- 
eastern Shipbuilding Corporation, Savannah, Ga., 20 vessels; 
Leathem D. Smith Shipbuilding Co., Sturgeon Bay, Wis., 4 
vessels, and Kaiser Cargo, Inc., Richmond, Calif., 3 vessels. 


W. S. A. TIME CHARTER HIRE RATES 

The War Shipping Administration has issued revised sup- 
plement 10 to its general order No. 8, effective as of December 
1, 1943, prescribing the basis for redetermination and readjust- 
ment of time charter hire under charter parties tendered by 
the W. S. A. to owners of American-flag vessels chartered or 
requisitioned for use pursuant to provisions of section 902 of 
the merchant marine act, 1936, as amended. The revised sup- 
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plement to general order No. 8 was published in the May 17 
issue of the Federal Register. 


MONEY FOR W. S. A. 

One billion dollars less than was estimated last January 
would be required for the War Shipping Administration for 
the fiscal year 1945, said President Roosevelt at a press con- 
ference, May 16, ascribing the reduction to smaller than an- 
ticipated losses of merchant ships by submarine action. The 
President made the disclosure in discussing the reduction of 
$8.3 billions in the request to Congress for war appropriations 
as compared with the preliminary estimates made in January. 


W. S. A. SHIP CHARTERS AND PURCHASES 

Admiral Land, administrator of the War Shipping Admin- 
istration, has issued supplement No. 1 to general order No. 37 
of the W. S. A., prescribing charter rates and purchase values 
for American ships requisitioned by the federal government for 
wartime use (see Traffic World, April 15, p. 1079). The supple- 
ment amends the original order with respect to values and 
rates of charter hire, principally by the substitution, in desig- 
nated sections of the order, of the words “aggregate monthly 
service rate” for the words “aggregate monthly hire.” 


CHANGES IN W. S. A. PERSONNEL 


A realignment of administrative positions in the War Ship- 
ping Administration has been ordered by War Shipping Admin- 
istrator Land, as a result of the resignation of W. S. McPherson 
as assistant deputy administrator for ship control, according to 
information from the W. S. A. 

Under the new arrangement, directors of the divisions of 
allocation, foreign service, ship requirements, and statistics and 
research will report to Deputy Administrator Granville Con- 
way; heads of the shipping areas will report to the director of 
the division of traffic, ship operations, with the exception that 
the head of the Russian shipping area will report to Deputy 
Administrator Conway; and the directors of the warrants divi- 
sion and bauxite division will report to the assistant deputy 
administrator for ship operations. John P. Davis, former assis- 
tant director of: the division of security and communications, 
has been appointed special assistant to the assistant deputy 
administrator for fiscal affairs of the W. S. A. 


MERCHANT MARINE WAGES 


New, uniform wages for licensed deck and engineer officers 
on dry cargo vessels operated by the War Shipping Admin- 
istration, effective June 1, have been announced after a deter- 
mination by the National War Labor Board. They do not in- 
clude war risk, overtime, or other payments. The new rates 
for a Liberty type ship for mate or engineer are as follows: 
First, $254 a month; second, $220 a month; third, $202 a 
month, and fourth, $185 a month. The W. S. A. said the new 
wages and also working conditions would end “the wide dis- 
parities in pay for officers of equal rank on identical ships.” 
Wages had varied as much as $80 a month, it said, adding that 
the new scale and conditions ‘‘tend to approximate the aver- 
age wages and conditions for the industry.” 


N. Y¥. FOREIGN TRADE OBSERVANCE 

In connection with the celebration of the Foreign Trade 
Week in New York the week of May 21, Senator Joseph H. 
Ball of Minnseota will be the speaker at the War-Time World 
Trade Luncheon at the Hotel Astor May 25. This will be the 
principal event in connection with the New York celebration. 

The Commerce and Industry Association of New York de- 
voted its broadcasting session May 17 to speeches on “New 
York’s Foreign Trade Facilities.’ The speakers were Frank 
Henderson, president, Warehousemen’s Association of the Port 
of New York; Walter P. Hedden, director, Port Development, 
Port of New York Authority; Fred Bennett, president, New 
York Foreign Freight Forwarders and Brokers’ Association, 
and Gerald LeVino, Association director and chairman, Foreign 
Trade Committee. 

One of the events, sponsored by New York’s foreign trade 
week committee, will be the association’s weekly business forum 
May 24, when the subject will be “Importance of Foreign Trade 
in the War Effort.” Speakers will be James S. Carson, chair- 
man of the foreign trade committee; Dr. Edward J. McNamara, 
board of education, New York; William S. Swingle, executive 
vice-president, National Foreign Trade Council. 


GRACE LINE LAUNCHING 


The Santa Ines, last of a group of six C-2 type cargo ships 
built for the Grace Line, bringing its total of that type since 
January, 1940, to eighteen, will be launched at Wilmington, 
N. C., May 20. Mrs. James Magner, wife of one of the Grace 
Line’s vice-presidents, will christen the ship and her daughter, 
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Evelyn Margaret, will be maid of honor. The ship is 459 feet 
long, of 13,900 tons displacement and has a capacity of 88,000 
cubic feet of refrigeration. Its pressure steam turbines develop 
6,000 horsepower and can drive the ship at 15% knots. 


HOSPITAL AIDES ON CARGO SHIPS 


A goal of an adequately trained medical representative 
aboard every merchant cargo vessel by the end of 1944 has 
been announced by the War Shipping Administration. The an- 
nouncement included the following: 


Junior assistant purser-pharmacist’s mates are being graduated from 
the U. S. Maritime Service hospital corps school at Sheepshead Bay, 
N. Y., as rapidly as possible and then being sent to sea immediately. 
The course consists of a five-week ‘‘boot,’’ or indoctrination period, a 
twelve-week course at the Corps School, followed by a five-week study 
period in the functions of a purser, and concludes with a month of 
practical training in a marine hospital. More than 1,200 have been grad- 
uated from the school since the first class in December, 1942, and 
W. S. A. officials estimate that one out of every four merchant ships 
has a medical representative aboard. 


CONTROL OF EXPORTS AND IMPORTS 


The Foreign Economic Administration has announced that 
commercial exports through private trade channels are now 
authorized for most shipments from the United States to Mar- 
tinique, Guadeloupe, and the smaller adjacent islands known as 
the French West Indies group, under terms of an understanding 
reached between the United States and the French Supply 
Council in the United States, representing the French Com- 
mittee of National Liberation in Algiers. Continuing, it said: 


Since October of 1943, civilian supplies for the French West Indies 
have been purchased in the United States almost exclusively through 
the French Mission procurement system. The major portion of these 
supplies can now be channeled through commercial exporters. F. E. A. 
will consider applications for export licenses to ship to these areas when 
the applications are accompanied by import recommendations issued to 
island importers by their local authorities. 

A few commodities are excluded from those covered by the arrange- 
ments for commercial export. Flour, automotive vehicles and a few 
other capital goods will still be procured by the governments of the 
islands through the French Colonial Supply Mission, acting as purchas- 
ing agent. 


The F. E. A. has issued its current export bulletin No. 162, 
containing various items relating to exports. 


EXPORT FREIGHT 


There were 148,256 cars of export freight, excluding coal 
and grain, handled through United States ports in April, com- 
pared with 99,596 cars in April, 1943, or an increase of 49 
per cent, according to the Manager of Port Traffic of the Asso- 
ciation of American Railroads. 

“Export grain unloaded at the ports totaled 2,390, com- 
pared with 5,607 in April, 1943, or a decrease of 57 per cent,” 
said he. 

“In addition, the railroads handled 728 carloads of coastal 
freight in April, 1944, compared with 452 in the same month 
in 1943, or an increase of 61 per cent. 

“The total of 151,374 cars of export and coastal freight, 
excluding coal, handled through the ports in April represented 
an average daily unloading of 5,046 cars. This was the second 
successive month in which the average unloadings have ex- 
ceeded 5,000 cars per day. 

“All ports were in a completely ‘liquid’ condition during 
the entire month.” 


FOREIGN-FREIGHT FORWARDER CHARGES 


Charges of foreign freight forwarders have been exempted 
from price control by the Office of Price Administration, effec- 
tive May 22. 

In general, foreign freight forwarders performed all serv- 
ices required for clearance of shipments consigned to foreign 
countries, said the O. P. A., adding: 


Investigation has shown that there are approximately 500 foreign 
freight forwarding establishments in the United States, and that the 
current volume of business is only approximately 50 per cent of the 
pre-war level. This has resulted in an over-supply of these services, 
which has permitted competition to operate in a normal fashion. Con- 
sequently, the prices charged for these services have not risen, nor do 
they threaten to rise, in a manner inconsistent with the price control 
act. 

Heretofore, the ceiling prices were the highest charge made by 
each forwarder in March, 1942, for the same service. In recent months, 
consideration had been given to establishing specific dollar-and-cent 
ceilings in this field. These plans have been abandoned with the dis- 
closure that charges already are well stabilized. It has, therefore, 
been deemed desirable to place foreign freight forwarders on the same 
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basis as custom house brokers, whose charges were exempted from 
price control in ‘August, 1943. 


(Amendment No. 48 to Revised Supplementary Regulation No. 11— 
Exceptions for Certain Services—effective May 22, 1944.) 


YOUNGSTERS FOR SEAMEN 


_ The War Shipping Administration announces that, effec- 
tive immediately, the United States Maritime Service will en- 
list young men between the ages of 16 and 17% years for 
training for service in the merchant marine of the United 
States, with their parents’ consent. Six weeks’ training is re- 
quired for service as messmen and utility men in the stewards 
department, and 13 weeks’ training for service in the deck and 
engine departments. On completion of training, men will be 
assigned to merchant vessels within a few weeks. No men are 
being enrolled between the ages of 18 and 26 except those clas- 
sified by Selective Service in any F or L classification or in 
1-C, but all qualified men over the age of 26 and less than 35% 
for the deck and engine departments, or less than 50% for the 
stewards department, are eligible for enlistment for training. 
Continuing, the W. S. A. said: 


The United States Maritime Service maintains enrolling offices in 
most principal cities. Apply there, or write to the Commandant of the 
United States Maritime Service, Training Organization, War Shipping 
Administration, National Theatre Building, Washington 25, D. C. 


GROWTH OF MERCHANT MARINE 


In connection with celebration of National Maritime Day, 
May 22, the Maritime Commission and the War Shipping Ad- 
ministration have made available data, as of May 1, as follows: 


Deadweight tonnage of American merchant marine end of 1941, 
11,000,000; deadweight tonnage built Jan. 1, 1942, to April 1, 1944, 
31,444,300; number of ships built Jan. 1, 1942, to April 1, 1944, 3,052; 
number of workers in Maritime Commission yards, 616,000; number of 
ships under control of War Shipping Administration, 3,100; number of 
men employed aboard ships (add 10 per cent shore reserve), 130,000; 
and long tons of cargo moved out of the United States in 1943, 62,000,000. 


Railroad Earnings 


Based on advance reports from 87 Class I railroads, whose 
revenues represent 81.7 per cent of total operating revenues, 
the Association of American Railroads estimated that railroad 
operating revenues of $614,637,173 in April, 1944, were 0.4 per 
cent more than in the same month of 1943. This estimate, it 
was pointed out, covered only operating revenues and did not 
touch on the trends in operating expenses, taxes, or final in- 
come results. 

Estimated freight revenues of $454,421,420 in April, 1944, 
were less than in April, 1943, by 2.7 per cent, while estimated 
passenger revenues of $117,652,293 were greater by 15.1 per 
cent. Data by districts follow: 


Eastern District. 34 Class I railroads, whose revenues represent 
91.2 per cent of total operating revenues in the Eastern District, esti- 
mated that their operating ‘revenues of $303,841,359 in April, 1944, were 
less than in April, 1943, by one per cent. Freight revenue of $227,391,- 
303 was estimated to have decreased 4.0 per cent but passenger revenue 
of $56,371,697 increased 14.3 per cent. 

Southern Region. 17 Class I railroads, whose revenues represent 





Revenue Freight Loading 


Revenue freight loading the week ended May 13 totaled 
868,309 cars, according to the Association of American Rail- 
roads. This was 31,331 cars or 3.7 per cent above the preceding 
week, 19,277 cars or 2.3 per cent above the corresponding week 
last year and 29,255 cars or 3.5 per cent above the correspond- 
ing week of 1942. 


TRAFFIC WORLD 


63.2 per cent of total operating revenues in the Southern Region, esii- 
mated that their operating revenues of $71,478,901 in April, 1944, were 
greater than in April, 1943, by 2.4 percent. Freight revenue of $52,018,- 
093 was estimated to have decreased 0.5 per cent, but passenger revenue 
of $15,190,637 increased 13.1 per cent. 

Western District. 36 Class I railroads, whose revenues represent 
77.9 per cent of total operating revenues in the Western District, esti- 
mated that their operating revenues of $239,316,913 in April, 1944, were 
greater than in April, 1943, by 1.7 per cent. Freight revenue of $175,012,- 
024 was estimated to have decreased 1.8 per cent but passenger revenue 
of $46,089,959 increased 16.9 per cent. 


Revenue Ton-Miles 


“The volume of freight traffic handled by Class I railroads 
in April, 1944, exceeded the same month last year by two and 
one-half per cent,” said the Association of American Railroads. 
“Freight traffic, measured in ton-miles, amounted to approxi- 
mately 60,400,000,000 ton-miles, according to preliminary esti- 
mates based on reports just received from Class I railroads. 

“Class I railroads in the first four months of 1944 per- 
formed approximately six per cent more revenue ton-miles of 
service than in the same period of 1943, thirty-four per cent 
more than in the same period of 1942, and one hundred and 
fifty-two per cent more than in the first four months of 1939.” 

The following table summarizes ton-mile statistics for the 
first four months of 1944 and 1943: 


Per Cent 

1944 1943 Increase 
INE isk ois ace Gio aiainia tine are 60,487,994,000 55,134,789,000 9.7 
IE 5 osc. c esac ssioissavearsie ose 59,307,320,000 54,417,879,000 9.0 
Ma 5 a cin laap Kilns sokod cose ese ss *63,000,000,000 61,220,266,000 2.9 
ME Stes euoneun se auieas 760,400,000,000 59,052,370,000 2.3 
4 months’ total..........0:0:0:0,000 243,195,314,000 229,825,304,000 5.8 


*Revised estimate. 
+Preliminary estimate. 


ROLLING STOCK ADDITIONS 


“Class I railroads on May 1 had 44,458 new freight cars 
on order,” says the Association of American Railroads. “On 


. the same date last year, they had 34,262 on order. 


“New freight cars on order on May 1, this year included 
15,787 hopper, 4,905 gondolas, 797 flat, 18,207 plain box cars, 
3,125 automobile box cars, 1,137 refrigerator, and 500 stock 
freight cars. 

“They also had 705 locomotives on order on May 1 this 
year, compared with 893 on the same day in 1943. The number 
on order on May 1, 1944, included 228 steam, two electric 
and 475 Diesel locomotives, contrasted with 394 steam, 9 elec- 
tric and 490 Diesel locomotives one year ago. 

“Class I railroads put 10,062 new freight cars in service 
in the first four months this year compared with 6,260 in the 
same period last year. Those installed in the first four months 
included 6,059 hopper, 524 gondola, 718 flat, 383 automobile 
box, 2,265 plain box, and 113 refrigerator freight cars. 

“They also put 336 locomotives in service in the first four 
months of 1944, of which 140 were steam, one electric and 
195 Diesel. Locomotives installed in the first four months of 
1943 totaled 213, of which 160 were steam, 9 electric and 44 
Diesel.” 


RAIL PASSENGER STATISTICS 


Passenger revenues of Class I steam railways, exclusive 
of switching and terminal companies, totaled $81,625,408 in 
coaches and $53,784,443 in parlor and sleeping cars for January, 
1944, as against $62,371,346 and $44,495,151, respectively, for 
January, 1943, increase of 30.9 and 20.9 per cent, according to 
a compilation by the Commission’s Bureau of Transport Eco- 





Revenue Freight Car Loading—Week Ended Saturday, May 13 


Grain and Live 
grain-prod. stock Coal 

{ 1944 40,011 15,709 179,133 
TG ovo ok die ccsinsciaes 4 1943 43,212 14,464 176,232 

{ 1942 34,967 11,994 169,033 
Preceding week May 6............ 1944 38,388 15,857 172,106 
Per cent increase over............ 1943 8.6 1.6 
Per cent decrease under.......... 1943 7.4 
Per cent increase over............ 1942 14.4 31.0 6.0 
Per cent decrease under.......... 1942 

{ 1944 930,458 302,802 3,489,930 
Cumulative 20 weeks to May 13. { 1943 935,007 272,606 3,320,685 

| 1942 755,172 236,720 3,186,709 
Per cent increase over............ 1943 Tit 5.1 
Per cent decrease under.......... 1943 5 
Per cent increase over............ 1942 23.2 27.9 9.5 


Per cent to 15-year average 120.4. 


Forest Mdse. 

Coke Products Ore L.C.L. Miscellaneous Total 
15,006 47,212 79,552 106,451 385,235 868,309 
14,428 43,691 76,885 96,484 383,636 849,032 
14,022 49,851 83,793 97,219 378,175 839,054 
14,407 43,657 69,083 106,346 377,134 836,978 

4.0 8.1 3.5 10.3 4 2.3 
7.0 9.5 1.9 3.5 
5.3 5.1 
300,073 850,766 542,147 2,066,961 7,381,899 15,865,036 
295,792 797,150 481,875 1,869,286 7,279,131 15,251,532 
281,881 924,122 677,580 2,725,432 7,256,833 16,044,449 
1.4 S.t 12.5 10.6 1.4 4.0 
6.5 py f 
7.9 20.0 24.2 LE 
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How to increase your 
truck tire mileage 








A suggestion of vital importance 
to all motor truck operators 


HESE war days every truck is at 
the mercy of its tires. 


That’s why recapping is so impor- 
tant—it saves tires—and thereby saves 
trucks for essential wartime service. 


Large fleet operators have made it a 
practice for years to recap their truck 
tires—but operators of two, three or 
five trucks do not always realize how 
much longer tires last when recapped. 


Start a recapping program for your 
tires now, if you are not already doing 
so. Recap the minute the tread wears 
smooth. Don’t presume you can get 
new tires. Your ration board may not 
be able to allot you any, because mili- 
tary needs have increased enormously. 


No special permission is required for 
recapping. But the government urges 
timely recapping as a transportation 
conservation measure. 


‘See your truck or car dealer for ad- 
vice on how best to get your tire re- 
capping done. 
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These handy, ready reference guide-books are not 
advertising pieces but valuable wartime aids on 
the care and maintenance of all makes of trucks. 
For free copies, see the nearest Studebaker dealer 
—no obligation. Or write Studebaker, Truck 
Division, Dept. TW-5, South Bend 27, Indiana. 
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nomics and Statistics of passenger traffic statistics, other than 
commutation, statement M-250. 

Revenue passengers carried for January, 1944, totaled 
40,007,471 in coaches and 5,309,880 in parlor and sleeping cars 
as against 36,291,859 and 4,602,849, respectively, for Janu- 
ary, 1943. 


RAILROAD DIVIDENDS 


According to a Commerce Department summary of divi- 
dend payments by industry groups, publicly reported cash 
dividends by railroads in April aggregated $17,200,000, as 
against $17,000,000 in April last year, and railroad dividends 
in the firstefour months of 1944 totaled about $54,900,000, com- 
pared with a total of $53,100,000 in the first four months of 1943. 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 23,413 
freight cars, and a daily average shortage of 820 freight cars, 
for the week ended May 13, according to the car service division 
of the Association of American Railroads. 

The surplus was made up as follows: 

Plain box, 3,584; auto box, 111; flat, 595; gondola, 1,721; 
hopper, 1,470; and miscellaneous, 15,932. 

The shortage was made-up as follows: 

Plain box, 484; auto box, 43; flat, 18; gondola, 15; and 
hopper, 260. 


POSTWAR CARGO TONNAGE 


If this country succeeded in maintaining reasonably full 
postwar employment at home and pursued a liberal external 
commercial policy, United States flag vessels might be able 
to carry as much as half of the expanded volume of our 
foreign trade without seriously reducing the actual amount of 
cargo left for foreign-flag ships, Hal B. Lary, of the Bureau 
of Foreign and Domestic Commerce, said in an article appear- 
ing in the May 20 issue of Foreign Commerce Weekly, official 
publication of the Department of Commerce. 

Difficult problems of readjustment in world shipping neces- 
sarily would arise as a result of the great increase in the United 
States merchant marine, coupled with the heavy wartime losses 
of tonnage under foreign registry, he said. 

However, he added, the international shipping situation 
after the war may not prove as unbalanced as frequently 
supposed. 

Mr. Lary emphasized the point that the postwar shipping 
problem was not merely a matter of changes in the amount 
of shipping tonnage under the various flags and of a redistri- 
bution of the world’s carrying trade. 

“It is also a question of the volume of trade to be carried,” 
he said. “The larger the physical volume of trade the easier 
it will be to employ at least the more efficient units of the 
American merchant marine and to rebuild and utilize the 
fleets of other friendly countries. Conversely, the smaller the 
volume of world trade, the more difficult it will be to achieve 
these ends.” 





SHIPYARD EMPLOYMENT 


Employment in United States shipyards increased from 
63,000 to 1,722,000 between January, 1935, and December, 1943, 
Secretary of Labor Frances Perkins has reported on the basis 
of a Labor Department survey. 

“This represents an average monthly increase of 15,500 
workers,” she said. ‘Employment in private yards increased 
four times as fast as in Navy yards, from 44,000 to 1,396,000 
as against 19,000 to 326,000. 

“This large working force had produced more than 27,000,- 
000 tons of merchant shipping during 1942 and 1943. The 1943 
deliveries of 19,288,000 tons were two and one-half times the 
1942 tonnage and 16 times the 1941 output. Deliveries of naval 
vessels more than trebled from 1941 to 1943, with deliveries 
of 773,000 displacement tons in 1941 and 2,622,000 displacement 
tons in 1943.” 


CONTAINER RE-USE 
“To facilitate the container re-use program, essential be- 
cause of the acute shortage of pulp for paper products, the 
containers division of the War Production Board has suggested 
that employers offer their employes nominal incentive pay- 
ments for the return of shipping cartons,” says the W. P. B., 
adding: 


Incentive payment programs should be particularly effective in the 
case of truck drivers, as they can frequently empty cartons upon de- 
livery of goods and return the cartons to the original user for further 
delivery service. Similar payments to other employes, who are in a 
position to aid in carton conservation, are also desirable. 

Small incentive payments per carton do not conflict with any War 
Labor Board ruling. William H. Davis, chairman of W. L. B., has 
stated that nominal incentive payments for the return of cartons do 
not call for specific W. L. B. approval. 


TRAFFIC WORLD 





Personal Notes 





O. Trahan, traffic manager for the Tremont and Gulf Rail- 
way, has been elected vice-president of the company at Winn- 
field, La. He will serve in both capacities. 

Warren A. Russell has been appointed commercial agent 
at Chattanooga, Tenn., for the Tennessee, Alabama and Georgia 
Railway, succeeding J. S. Baker, who resigned. 

E. R. Sauerberg has been appointed division freight and 
passenger agent at Hutchinson, Kan., and W. R. Perkins, com- 
mercial agent, St. Louis, for the Missouri Pacific. 

Joseph W. Allen, forwarding agent, has been elected for 
the eleventh time as president of the New Orleans Forwarding 
Agents and Foreign Freight Brokers Association. 

Irmengarde Eberle, advertising woman and an author of 
children’s books, has joined the publicity staff of the air ex- 
press division of the Railway Express Agency. 

The annual stockholders’ meeting of the Southern Pacific 
Company was held at the company’s home office in Spring 
Station, Ky., May 10, the seventy-fifth anniversary of the driv- 
ing of the last spike in the first transcontinental railroad at 
Promontory, Utah, May 10, 1869. The only business transacted 
at the meeting was the re-election of the board of directors, 
as follows: James B. Black, Allen L. Chickering, Henry L. F. 
Corbett, W. W. Crocker, Ben C. Dey, C. E. Dodge, Walter 
Douglas, K. L. Isaacs, W. Deforest Maince, A. T. Mercier, 
H. S. Mudd, V. H. Rossetti, D. J. Russell, L. K. Thorne, and 
J. G. Walsh. 

Frank O. Riggins has been appointed assistant traffic man- 
ager for the Campbell Soup Company, Camden, N. J. 

H. P. O’Leary has been appointed traveling representative 
at Los Angeles for the Santa Fe Coast Lines, a new position. 

H. W. Oliver, traffic manager, Maryland Sanitary Manu- 
facturing Corporation, has been elected president of the Indus- 
trial Traffic Managers Association of Baltimore. Roy Meseke, 
traffic manager, Rustless Iron and Steel Corporation, was 
elected vice-president, and J. Sommerfeld, general traffic man- 
ager, Baltimore Pure Rye Distilling Company, was elected 
secretary-treasurer. 

The Railway Business Woman’s Association of Chicago 
will hold its annual spring card party at the Illinois Athletic 
Club May 27. Nell M. Chadbourne, Milwaukee Road, is in 
charge of arrangements. 

The alumni association of the College of Advanced Traffic, 
Chicago, held a smoker and fish fry at the Skyline Athletic 
Club May 19. There was a floor show. Fred Senkpiel and 
Vince Zaccardi were in charge of arrangements. Plans are be- 
ing made to hold a boat trip on Lake Michigan some time in 
June. Ray Haggerty and Joe Kemper are in charge of arrange- 
ments. 

Robert H. Haley has been appointed general traffic man- 
ager for the American Steel and Wire Company, a subsidiary 
of the United States Steel Corporation. His offices are at Cleve- 
land. 

Ovid Riso has been appointed advertising director, and 
Langdon H. Roper, assistant to the president, of Great Amer- 
ican Industries, Inc., New York. Mr. Riso formerly served with 
the Radio Corporation of America and with Young and Rub- 
icam, Inc., advertising agency. Mr. Roper, former president of 
the Ingersol-Waterbury Company, served recently as principal 
production engineer for the War Department with the U. S. 
Army Signal Corps and the Army and Navy Electronic Pro- 
duction Agency. 

The Pennsylvania Railroad has announced the following 
appointments: Paul W. Neff, general superintendent, central 
Pennsylvania division, Williamsport, Pa.; John H. Cooper, gen- 
eral superintendent, northwestern division, Chicago; David E. 
Smucker, superintendent, Fort Wayne, Ind., division; Jacob D. 
Fuchs, superintendent, Indianapolis, Ind., division; E. C. Ge- 
genheimer, assistant to the general manager, eastern region, 
Philadelphia; Raymond Swenk, assistant to the general man- 
ager, central region, Pittsburgh; L. E. Gingerich, chief engi- 
neer, maintenance of way, central region, Pittsburgh; L. Gor- 
don Walker, Jr., superintendent, Delmarva division, Cape 
Charles, Va. 

George G. Barbee has been appointed industrial agent for 
the Nashville, Chattanooga and St. Louis Railway at Nashville, 
Tenn. 

L. M. Johnson has been appointed agricultural agent at 
Jacksonville, Fla., for the Atlantic Coast Line. 

The Trafficmen’s Association of .America will hold 4 
monthly meeting at the Sherman Hotel, Chicago, May 23, at 
which Mary Bailey, assistant United States district attorney, 
will speak on the government’s fight against the “narcotic 
ring.” There will be a program of entertainment. William P. 
McLaughlin, Kimbel Lines, will be chairman. 
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Tratfic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TraFFric WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade 
quately and promptly informed.—Hditor THE TRAFFIC WORLD. 





The Traffic Club of St. Joseph, Mo., has elected the follow- 
ing officers: President, F. F. Robinson; vice-president, A. M. 
Hansen; secretary-treasurer, Walter F. Chandlee; members, 
board of directors, K. R. Duncan, E. J. Ehlers, H. F. Krogman, 
A. G. Schaeffer, J. J. Giller, M. B. Williams, and Don Shores. 
New chairmen of the standing committees are: Entertainment, 
C. J. Gutzke; golf, N. K. Thomas; membership, H. J. Thompson; 
auditing, W. K. Lockwood; reception, Mr. Hansen; publicity, 
* Cc. — The club’s spring golf tournament will be held 
une 20. 





The bowling league of the Indianapolis, Ind., Traffic Club 
has elected the following officers: President, C. J. Wine; vice- 
president, T. J. Connelly; secretary-treasurer, M. R. Barnes. 
The club’s first golf tournament of the season was set for 
May 20 at the Riverside Park. Five other golf outings will be 
held this summer. 





The following change in the list of traffic clubs published 
in the Traffic World April 1 has been received: Berkshire 
County, Mass., Traffic Association, Remington S. Elting, presi- 
dent, and William B. Preston, secretary. 





Kinsey. N. Merritt, general manager, public relations, Rail- 
way Express Agency, New York, spoke on air cargo operations 
at a meeting of the Capitol District Traffic Association at 
Schenectady, N. Y., May 17. He said that rapid expansion of 
air shipments after the war would greatly stimulate business 
activity, as, for example, by the transportation of samples of 
new products. He said that introduction of new products in 
dramatic fashion by the flying of samples to dealers, would 
develop traffic for all types of transportation agencies, said he. 

Chester G. Moore, chairman and general manager, Central 
Motor Freight Association, Chicago, will speak on “Motor Car- 
riers’ Part in War Transportation” at a motor truck luncheon 
meeting of the Traffic Club of Detroit at the Statler Hotel 
May 23. 





The Traffic Club of Fargo, N. D., held its annual stag party 
May 10. The annual picnic will be held at the Moorhead, Minn., 
Country Club June 10. Edward F. Flynn, assistant to vice- 
president and general counsel, Great Northern, St. Paul, Minn., 
will be guest speaker for the evening. A special meeting will 
be held August 9 at which Donald D. Conn, vice-president, 
Transportation Association of America, Chicago, will be guest 
speaker. 





The Transportation Club of Des Moines, Ia., will hold its 
annual May Day party at the Des Moines Golf and Country 
Club May 23. Golf and horseshoe tournaments will be held, 
card games will be played, dinner will be served, and there will 
be a floor show. 





Marjorie Lanham, Kentucky Motor Truck Association, has 
been appointed editor of The Transmitter, new bulletin of the 
Women’s Traffic Club of Louisville. New chairmen of the 
standing committees include: Publicity, Dorothy Morat, Louis- 
ville and Nashville Railroad; educational, Virginia Quilty, Gen- 
eral Box Company; auditing, Ann Macke, Illinois Central. 





T. M. Forbes, executive vice-president, Cotton Manufac- 
turers Association of Georgia, will speak on “The Cotton Textile 
Industry Goes to War” at a luncheon meeting of the Trans- 
portation Club of Atlanta, Ga., June 5. 





The Cincinnati Traffic Club will hold a spring stag party 
at the Hotel Alms May 25. The annual outing will be held at 
Summit Hills July 13. New chairmen of the standing com- 
mittees include: Auditing and finance, J. E. Ellis; bowling, A. H. 
Thies; constitution and by-laws, R. A. Ellison; educational, 
Joseph S. Birsinger; election, R. E. Irons; entertainment, M. L. 
Fluck; golf, H. J. Romer; good of the club, W. B. Daly; house, 
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G. O. Fagan; inter-club relations, E. K. Yeager; membership, 
H. F. Balte; publicity, George Schultz; reception, A. W. Gill; 
recreation, C. J. Williamson; seating, Jess Galbraith; speaker, 
V. J. Kenny; sick, E. Gordon Deane; ways and means, A. H. 
Jahnke, Jr. 





The Norfolk-Portsmouth Traffic Club held a dinner meeting 
at Norfolk, Va., May 18, at which Lt. Col. J. W. Roberts, 
Virginia State Guard, Norfolk, and Capt. J. W. Tierney, U. S. 
Army, public relations officer, Camp Lee, Va., spoke. 


The Oakland, Cal., Traffic Club held an international night 
meeting May 16. Frank L. Nipp, assistant director, Chinese 
News Service, San Francisco, spoke on “China in the Allied 
Offensive against Japan.” C. T. Feng, consul general for the 
Chinese government, was guest of honor. M. D. McCarl, traffic 
manager and assistant port manager for the Port of Oakland, 
has been elected by the board of directors to fill the unexpired 
board term of D. R. Owen, who resigned on being transferred 
by the Southern Pacific to Denver. 





The Omaha, Neb., Traffic Club held a golf outing and 
barbecue dinner at the Happy Hollow Golf Club May 18. C. W. 
Nelson heads the golf committee. The tenth annual picnic will 
be held at Peony Park June 15. William L. Pruner is general 
chairman of the committees on arrangements. 





Joe H. Williams, new president of the Traffic Club of St. 
Louis, was born in Hamilton County, IIll., and was reared and 
educated in Illinois. His first work was 
in the local freight office of the Mobile 
and Ohio Railroad at Cairo, IIll., in 
1915. In 1917, he was transferred by 
the M. and O. to Chicago as chief 
clerk. He resigned that position in 
March, 1918, to enter the U. S. Army. 
After a year’s servcie with the A. E. F., 
he was discharged and became traffic 
manager for Moon Brothers Manufac- 
turing Company at St. Louis. When 
that company ceased operations in 
1921, he went to work in the freight 
claim office of the Missouri Pacific at 
St. Louis. In 1923 he was made traffic 
manager for the Larimore Pig Iron 
and Coke Company, St. Louis. He re- 
mained in that position until the com- 
pany merged with Romann and Bush 
Pig Iron and Coke Company, in 1929. In 1930, he became 
soliciting freight agent for the Decatur Cartage Company at 
St. Louis, and in 1933 was made local agent for that company, 
which position he still holds. He has been a member of the 
Traffic Club of St. Louis since 1921, and held various committee 
assignments and offices in the club before his election to the 
presidency. 





At a luncheon meeting of the Traffic Club of St. Louis, 
May 22, E. L. Risley, assistant sales manager, Standard Oil 
Company, will show the sound color film “Victory’s Oil.” 





The Charlotte, N. C., Traffic and Transportation Club will 
hold its annual election meeting at Thacker’s Restaurant May 
23. Dinner will be served, and there will be a program of 
entertainment. 





The South Bend, Ind., Transportation Club will hold a 
summer golf outing at the Morris Park Country Club June 28. 

The Transportation Club of St. Paul, Minn., held a luncheon 
meeting May 16 at which B. H. Ridder, publisher, St. Paul 
Pioneer Press-Dispatch, spoke on “What Is Happening in Eu- 
rope Today.” It was the last luncheon meeting of the season. 
The first golf turnament of the season will be held at Midland 
Hills May 23. Other golf turnaments will be held at Midland 
Hills June 27, July 25, August 22, and September 19. The July 
25 tournament will be between the St. Paul and Minneapolis 
clubs. E. P. Leininger is chairman of the golf committee. 





The Transportation Club of Evansville, Ind., held its annual 
ladies’ night party and dance at the Colonial Club May 17. 
T. J. Mooney, Hancock Truck Lines, president, has resigned 
on being inducted into the U. S. Navy. He is stationed at Great 
Lakes, Ill. Robert Lamey, Hoffman Construction Company, 
has resigned as a member of the board of directors on being 
transferred to Louisville, Ky. 





At a monthly meeting of the Denver Commercial Traffic 
Club, May 24, Franklin Johnston, editor and publisher, Ameri- 
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can Exporter, New York, will speak on observations he made 
on a recent four-month inspection trip to ports in South Ameri- 
ca, South Africa and Europe. Members of the Traffic Club of 
Denver have been invited to attend. There will be a program 
of entertainment. It will be the last regular meeting of the 
season. 


The Los Angeles Transportation Club held a luncheon 
meeting May 15 at which the motion picture “Sport Spell- 
binders” was shown. A monthly golf tournament was held at 
the Southern California Golf and Country Club May 12. 

Members of the Traffic Club of Fort Worth, Tex., made a 
tour of inspection of the U. S. Army Quartermaster Depot at 
Fort Worth May 15. Luncheon was served at the depot. Major 
George P. Kosub, U. S. Army, was in charge of arrangements. 
The annual election meeting will be held June 5. Installation 


of new officers will be held at a dinner dance at Glen Garden 
June 21. 


New chairmen of the standing committees of the Berkshire 
County, Mass., Traffic Association, include: Membership, James 
J. Knox; entertainment, William R. Sage; public affairs, Hard- 
ing Whitney; reception, Arthur C. Ford; house, Fred Brown; 
finance, Edward R. Grady. 





The Traffic Club of Minneapolis held its first golf tourna- 
ment of the season at the Country Club May 19. Paul F. Ander- 
son is chairman of the golf committee. 


The Industrial Traffic Club of San Francisco has elected 
the following officers: President, Malcom Meyer, Certain-teed 
Products Corporation; vice-president, Thomas R. Speakman, 
Owens-Illinois Glass Company; secretary, Theodore J. Label, 
Baker, Hamilton and Pacific Company; treasurer, James L. 
Roney, S. and W. Fine Foods, Inc. 


_ The Junior Traffic Club of Chicago will hold a Klondike 
Night cabaret party June 3. There will be a floor show and 
dancing, and various games will be played. The pastimes com- 


mittee, A. E. Hooper, Jr., chairman, is in charge of arrange- 
ments. 


SOUTHWEST SHIPPERS’ BOARD MEETING 


The Southwest Shippers’ Advisory Board will hold its 
annual meeting at the Hotel Texas, Fort Worth, June 1. Direc- 
tor Johnson, of the Office of Defense Transportation, will be the 
speaker at the luncheon. Joseph P. Gudger, traffic manager, 
Gulf Companies, Houston, Tex., general chairman of the board, 
will preside at the business sessions, at which the speakers will 
include George H. Shafer, president of the National Association 
of Shippers’ Advisory Boards, and A. W. Vogtle, past president 
of the association. R. E. Clark, manager, closed car section, 
car service division, Association of American Railroads, will 
speak on general transportation conditions, and C. P. Wasson, 
will report as district manager of the division. There will be 
reports from commodity carloading committees and from the 
chairmen of car efficiency committees in 23 cities in the board’s 
area. The board’s executive, contact and loss and damage com- 
mittees will meet at the same hotel May 31. 


OHIO VALLEY ADVISORY BOARD 


The summer meeting of the Ohio Valley Transportation 
Advisory Board will be held at the Columbia Club, Indianap- 
olis, June 13. Speaker at a luncheon at the club, at noon that 
day, will be Director Johnson of the Office of Defense Trans- 
portation. Committee meetings will be held June 12. 


CHAIN STORE TRAFFIC LEAGUE ELECTS 


The Chain Store Traffic League, at its recent annual meet- 
ing at Cincinnati, elected the following officers: 


President, Frank H. Tyler, traffic manager, Sperry and Hutchinson 
Company, New York; eastern vice-president, G. W. Albertson, assistant 
general traffic manager, F. W. Woolworth Company, New York; western 
vice-president, Norcross Putnam, traffic manager, Gamble-Skogmo, Inc., 
Chicago; southwestern vice-president, J. L. Faulk, traffic manager, Mor- 
gan and Lindsey, Jasper, Tex.; secretary-treasurer, T. C. Hope, assistant 
general traffic manager, Montgomery Ward and Company, New York. 


R. A. Bently, National Tea Company, Chicago, the retiring 
president, was elected chairman of the executive committee. 
C. M. Smith, traffic manager, H. L. Green Company, Inc., New 
York, was appointed chairman of the newly organized publicity 
committee. Chairmen of other standing committees are: 

Air activities, G. A. Matz, Walgreen Company, Chicago; claims and 
claim prevention, H. M. Frazer, F. W. Woolworth Company, New York; 
finance and auditing, W. J. McAuliffe, McCrory Stores Company, New 
York; legislative, E. M. Brinkman, Jewel Tea Company, Barrington, 
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Ill.; membership, E. G. Twist, J. C. Penney Company, New York; 
motor transport and drayage, S. E. Hughes, McLellan Stores Company, 
New York; parcel post and express, J. K. Jackson, Sears, Roebuck and 
Company, Chicago; freight forwarder and waterway traffic, A. H. Nel- 
son, S. H. Kress Company, New York; rates and classincation, Frank 
Rich, J. C. Penney Company, New York. 


PITTSBURGH PRACTITIONERS’ CHAPTER 


The Pittsburgh region chapter of the Association of Inter- 
state Commerce Commission Practitioners will hold its annual 
meeting at the William Penn Hotel, Pittsburgh, Pa., May 29. 
Officers will be elected. J. H. Wilharm, chairman of the chap- 
ter, will preside. The speaker will be John B. Keeler, assistant 
general traffic manager, Koppers Company, president of the 
National Industrial Traffic League. 


New Rail Pension Bill 


Representative Crosser, of Ohio, has introduced in the 
House H. R. 4805, companion measure to S. 1911, the new rail 
pension bill (see Traffic World, May 13, p. 1321) introduced by 
Senators Wagner and Wheeler. Major amendments to existing 
legislation as proposed in the bill were outlined by Senator 
Wagner as follows: 


1. Liberalization of annuities payable for permanent and total dis- 
ability. At the present time a person must be either sixty years of age 
or have completed thirty years of service and be permanently disabled 
from carrying on in any occupation. Under the new bill, a man disabled 
for all kinds of work should be entitled to an annuity after ten years 
of service, and one disqualified by a railroad physician from his regular 
work would be so entitled after twenty years of service or if he is 
sixty years of age. 

2. The minimum annuity provisions are increased so as to provide 
a minimum subsistence allowance for men retired after relatively short 
service because of disability. 

3. In place of the present lump-sum benefit, annuities are provided 
for surviving dependents of deceased employes or annuitants. This pro- 
vision adopts the benefit formula contained in title II of the Social 
Security Act and the two systems of survivor insurance would be sub- 
stantially integrated. A small additional weight would be given to com- 
pensation received from a railroad to allow for the higher taxes to be 
paid by railroad employes. 

4. ‘vaxes would be increased by 2% per cent of pay on workers 
and employers to defray the higher cost of the benefits. The bill pro- 
vides for no additional burdens on the general funds of the United 
States. 

5. The period of unemployment benefit would be lengthened to 
twenty-six weeks in a benefit year, and the concept of unemployment 
would be expanded so as to include unemployment due to non-occupa- 
tional sickness and accidents. This particular feature will not involve 
any additional taxes or contributions. 

In addition to these major amendments, there are a number of 
changes to achieve simplicity in administration. Certain definitions of 
‘““employer,’’ ‘‘employe,’’ and ‘‘compensation’’ are clarified. The methods 
and scope of judicial review, which now differ in the several railroad 
social insurance acts, are made uniform, and the collection of taxes 
under the carriers taxing act and all contributions under the railroad 
unemployment insurance act would be consolidated so that employers 
would now make a single return instead of two. 


The Railroad Retirement Board would administer the railroau social 
insurance act. 


Senator Wagner expressed the hope that hearings would 
be held on the new bill in the near future. 

The house committee on interstate and foreign commerce 
announced May 19 it would begin hearings on the Crosser 
pension bill May 23. 


Rail Vaeation Settlement 


Representatives of the railroads and the Brotherhood of 
Locomotive Firemen and Enginemen, Order of Railway Con- 
ductors, and Switchmen’s Union of North America reached a 
settlement by negotiation, May 17, of the dispute over vaca- 
tions with pay that had been submitted to an arbitration board 
for decision. 


It was announced by the parties that the board had used 
its services in effecting settlement by further negotiation and 
that the board would not make a report and order because the 
parties had withdrawn the matter from arbitration proceedings. 

Under the settlement, the railroads’ proposals respecting 
qualifications for vacations, the time when vacations were to be 
taken, and provisions for implementing the agreement by action 
on individual railroads, were adopted, and the brotherhoods’ 
proposal providing for “make whole” pay for vacations was 
adopted (see Traffic World, May 13, p. 1321). 

The agreement provides that regularly assigned employes 
must work 160 days a year and employes assigned to extra 
lists must work 100 days a year to qualify for vacations. It 
provides that employes having regular assignments are to be 
paid while on vacation the compensation they would have 
earned had they worked at their regular assignments. For 
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extra or stand-by employes, it provides that they shall receive 
seven days’ pay to be based on “the proportionate share of 
the compensation received by them during the last semi- 
monthly payroll period in which they worked at least 10 calen- 
dar days or earned pay equivalent to at least 10 basic days.” 
That provision, under which extra and furloughed employes 
will get seven times their average daily earnings in the last 
period worked, represents a compromise between the rail- 
road and union proposals. 


Arbitration Hearing 


The arbitration hearing in the dispute ended with oral 
argument May 12. The parties stipulated that the board might 
have until May 27 to make its report. 

Harold C. Heiss, Cleveland, counsel for the three brother- 
hoods, said the two principal issues in dispute were those of 
the qualifications to be met by employes before vacations could 
be authorized for them and the amount of pay to be granted 
for vacations. He said the parties had, in their agreement 
January 14, decided that “‘employes shall be entitled to a vaca- 
tion of one week a year with pay, said pay to be based upon 
the basic daily rate of last service performed.” He said that 
agreement did not provide for any qualification that would 
eliminate some employes from the vacation privilege, but he 
agreed that some qualification should be made. The railroads 
had proposed qualifications that were unduly restrictive, how- 
ever, said he, adding that the evidence at the hearing had 
shown that the railroads’ proposals would result in disquali- 
fying about 44,600 operating employes in a normal year, com- 
pared with union proposals that would result in disqualifying 
only about 17,500 men. 

As to the matter of pay, he admitted that the January 14 
agreement could have contained clearer language, but said 
that at that time the government had control of the railroads, 
the railroad managers were doing their utmost to regain pos- 
session, and the unions “were attempting to do everything we 
could to give (the railroads) to them.” He said injection of 
the wage issue in the vacation matter at that time would have 
prolonged government control. The railroads had taken the 
position, he continued, that the language of the agreement 
meant that only the basic pay could be given to vacationers. 
He said the railroad representatives ignored the words “based 
upon” in the agreement, which, he said, meant that the vaca- 
tion pay must be something other than the actual basic rates. 

Under the railroads’ proposal, he said, the employes would 
not be “made whole,” adding that “vacation at less than the 
pay the employe would have earned is no vacation at all.” He 
said that the controversy regarding guarantees of monthly 
mileage, about which much discussion had developed at the 
hearing, would be settled if the board decided in favor of the 
union’s proposal for “make whole” pay. As to the section 6 
issue, the matter of when the vacations should be assigned or 
agreed to, he said both sides took the position that the taking 
of vacations should not be optional with employes, but that the 
railroads alone wanted a provision under which the two sides 
might decide that operating circumstances would not permit 
employes to take vacations in a given year. He said the rail- 
road proposal would result in misunderstanding and misinter- 
pretation. 

Bruce Dwinell, general attorney for the Rock Island Lines, 
Chicago, spoke for the railroads. He pointed out that the other 
two operating brotherhoods, the Brotherhood of Locomotive 
Engineers and the Brotherhood of Railroad Trainmen, had, in 
negotiation over vacations with pay, agreed to the 160-day 
qualifying period proposed by the railroads, and to the rail- 
road proposal in section 6. He said that uniformity in vacation 
agreements with all five unions was desirable and that there 
was no difference in the conditions surrounding the work of 
the employes of these organizations and the other two unions 

“that should justify a difference in attitude.’’ Under the three 
unions’ proposal on qualification periods, said he, an employe 
would qualify for a vacation if he worked only four days in a year, 
one day in each of four months. He said that that possibility 
or one substantially like it might result in much dissatisfaction 
on the part of other employes who might work nearly every 
day in three months but on no other day in a fourth month and 
so not qualify for a vacation with pay. As to the employes’ 
“make whole” theory, he said they actually proposed that 
“extra” men receive more pay than they would get if they did 
not take vacations. He said the unions proposed, in fact, that 
vacationers get pay based, not so much on what they would 
earn if they were working, but “on the basic daily rate of 
service performed by somebody else during the vacation week.” 

He said that the language of the January 14 agreement 
was based on President Roosevelt’s language, concerning vaca- 
tions, contained in his arbitration of the wage dispute between 
the other two operating unions. The language of the January 
14 agreement, by containing the words “basic daily rate’ of 

pay, surely meant that the vacation pay would not be based 
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in part on overtime and mileage rates, said he. Overtime pay, 
he added, ‘‘certainly is not pay at basic rates.” 

He said that he believed that the union and railroad sec- 
tion 6 proposals differed more in language than in real mean- 
ing, but that he supported the railroad proposal because the 
other two operating unions had agreed to that proposal as 
worded. He said that the railroads’ proposals had been “fair 
and decent,” that they coincided with the intent of the January 
14 agreement, and that they did not “interfere” with the na- 
tional wage and price stabilization program. 


Roosevelt Construes His Statement 


In a letter to representatives of the railroads and of the 
Brotherhood of Locomotive Engineers and the Brotherhood of 
Railroad Trainmen, with respect to his arbitration award to 
those brotherhoods December 27, 1943, providing for vacations 
with pay, President Roosevelt said May 17 that when he stated 
the employes “shall be entitled to a vacation of one week a 
year with pay at the basic hourly rate of employment,” he 
meant that the employes should have a vacation of seven days, 
and that he had so stated at the time the vacation proposal 
was made in his office. 

The President said he had been asked to construe his 
statement in the arbitration award with respect to a week’s 
vacation. 

“You are in disagreement as to whether the words ‘one 
week’ means seven basic days or six basic days,” said the 
President who then gave his explanation of what he meant. 

“It was my intention,” he continued, “‘that the employe who 
was granted a week’s vacation should receive the compensation 
for that period of the job to which he is assigned. I trust that 
representatives of the carriers and of the organizations, parties 
to the award, will enter into an agreement effectuating the 
purpose above stated.” 

When it was announced in Chicago May 17 that an agree- 
ment had been reached in the vacation dispute between the 
railroads and the three brotherhoods involved in the arbitra- 
tion proceedings at Chicago, the White House made public the 
letter written by the President to the railroads and the engi- 
neers and trainmen. The assumption was that this was a move 
to pave the way for the engineers and trainmen to enter into 
an agreement virtually the same as that made by the carriers 
and the other brotherhoods at Chicago. 

Some observers thought that the President, in his explana- 
tion of what he had meant by a week’s vacation, had not helped 
matters because he did not use technical wage-making language 
in defining what he meant by a day. However, it was believed 
that the engineers and trainmen would reach an agreement 
with the carriers along the lines of that reached by the carriers 
and the other brotherhoods. 

President Roosevelt closed his letter of May 17 with a state- 
ment indicating that, at least for the time being, he had washed 
his hands of trying to settle disputes between the railroads and 
their employees. Said he: 


It is my desire that any such agreement (agreement on the vacation 
dispute) include a provision that in the event of failure to reach an 
agreement, the dispute or controversy shall be arbitrated in accordance 
with the railway labor act, as amended, instead of having such dispute 
referred to the President for settlement. 


It has been contended by labor spokesmen and others that 
if the President had not intervened in the wage dispute last 
December, after the National Mediation Board had arranged 
a conference on that dispute, but before the conference was 
held, the dispute would have been settled without the govern- 
ment taking over the railroads. 


RAIL EMPLOYMENT 


Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,413,349 at the middle of April, 
an increase of 4.92 per cent over April last year and an increase 
of 0.96 per cent over March this year, according to a rail 
employment compilation based on preliminary reports, prepared 
by the Commission’s Bureau of Transport Economics and Sta- 
tistics. The April, 1944, employment was reported as follows: 

Executives, officials, and staff assistants, 14,508; profes- 
sional, clerical and general, 228,322; maintenance of way and 
structures, 292,704; maintenance of equipment and stores, 390, 
034; transportation (other than train, engine, and yard), 
166,987; transportation (yardmasters, switch-tenders, and hos- 
tlers), 17,872; and transportation (train and engine service), 
302,922. 


B. R. T. DECLINES McNEAR PROPOSAL 
A. F. Whitney, president, Brotherhood of Railroad Trainr- 
men, has declined an invitation by George P. McNear, Jr. 
president of the Toledo, Peoria and Western, to confer with 
Mr. McNear regarding the possible relaxation of working 
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SeeNnLEY STEEL STRAPPING 
DELIVERS THE GOODS SAFELY 




















Steel Banded Protection for 


“HEAVY WEIGHTS" 


486 pounds of ball and roller bear- 
ing journal boxes for railroad car 
axles require a lot of shipping pro- 
tection if they are to arrive intact. 








This manufacturer solves the problem of handling these 
compact “heavy weights” by using medium weight cases 
re-enforced with Stanley Steel Strapping... a typical ex- 
ample of weight-saving containers with ample protection. 





Whether your shipping units be large or small, light 
or heavy, look into the advantages the Stanley Steel 
Strapping System has to offer. In addition to steel 
banded re-enforcement for shipping containers, the sys- 
tem includes tools, seals and accessories for fast, aa 
saving application. The Stanley Works, Steel (aes nil 
— 


Strapping Division, New Britain, Connecticut. 


STEEL STRAPPING AND 
CAR BANDING SYSTEMS 


MEET ALL FEDERAL STRAPPING SPECIFICATIONS 






























YOUR FIRST STEP 


IN TIRE SERVICE 


The preliminary precaution in tire care 
is to know the best tire servicemen in 
your community. Tires are too precious 
to rely on guesswork. It takes exper- 
ience, skill and proper equipment to 
know, first, how to diagnose a tire com- 
plaint and, second, how to fix it. For 
the best in repair or recap service there 
is ONE infallible — for truck oper- 
ators. 


of QUALITY 
and SAFETY 
— 


The Guiding Sign 


The shop that bears the Seal of the Certified 
Master Treader has been inspected and ap- 
proved. It is re-checked regularly to be cer- 
tain that the highest standards in the industry 
are adhered to. 


The National Institute of Treading Standards, 
of Washington, D. C., is a non-profit organi- 
zation created to raise the standards of re- 
pairing and recapping, to set certain methods 
of procedure and to properly identify the 
quality tire serviceman by the seal. 


This is not a lightly won award for superior 
services. Each possessor of this honor takes 
pride in his work—and it has resulted in 
greater mileage, lower operating cost and 
more general satisfaction. 


During the emergency these Certified Master 
Treaders are rendering a service they hope 
will make you a permanent patron in the post 
war period. 


THE NAME OF YOUR NEAREST CERTIFIED MASTER TREADER FURNISHED ON REQUEST 


National Institute of 


Treading Standards, Inc. 


631 PENNSYLVANIA AVE. N.W., 





WASHINGTON, (4) D.C. 
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rules on the railroad for the period of the war. In letters sent 
May 2 to officers of the B. R. T. and the Brotherhood of Loco- 
motive Firemen and Enginemen, Mr. McNear said he had read 
recently in a business news letter that “some of the brother- 
hoods are interested in relaxing the so-called featherbed rules, 
at least for the duration,” and asked whether or not the two 
organizations would be interested in discussing the matter (see 
Traffic World, May 6, p. 1249). 

Mr. Whitney replied, in a letter dated May 15, that “the 
brotherhood has no featherbed rules on the Toledo, Peoria and 


ere Railroad, therefore we do not concur in your pro- 
posal.” 


RAIL WAGE LEGISLATION 

The House committee on rules has granted a rule for 
consideration by the House of S. J. Res. 91, the Truman- 
Crosser joint resolution designed to remove from the Office 
of Economic Stabilization authority to pass on rail wage in- 
creases (see Traffic World, April 22, p. 1119). The rule provides 
for two hours of general debate. Question of adoption of the 
rule is expected to come before the House shortly. 





DISCRIMINATION IN R. R. EMPLOYMENT 


Judge Walter P. Stacy, chairman of the committee ap- 
pointed by President Roosevelt to consider the cases of dis- 
crimination in the railroad industry referred to him by the 
Fair Employment Practice Committee, said May 18: 


The committee and representatives of management and labor have 
agreed to the following procedure: 


Where complaints have been made to the Fair Employment Practice 
Committee, committees and management on individual properties will 
sit down and endeavor to find a reasonable accommodation in the 
premises within the framework of their respective schedules of wages 
anu working conditions. 

Respective organizations and respective managements will make 
report to each member of the Stacy committee, either direct or through 
counsel, when such meetings have been held and the result thereof. 


Upon receipt of the reports, the committee will meet again in 
Washington, D. C. 


Other members of the committee include Judge William 
H. Holly, of the U. S. District Court, Chicago, Ill., and Mayor 
Frank J. Lausche, of Cleveland, Ohio, Judge Stacy, of Raleigh, 
N. C., is chief justice of the Supreme Court of North Carolina. 


Truck-Trailer Directors’ Meeting 


The Truck-Trailer Manufacturers Association, Inc., Wash- 
ington 4, D. C., has announced that at a meeting of its directors 
a report submitted by Harvey C. Fruehauf, chairman of the 
committee on disposal of excess military trailer equipment, 
recommended that the manufacturer of the equipment have 
the first opportunity to repurchase, “and further that if the 
manufacturer in question does not choose to repurchase, the 
equipment then be offered for sale only to other trailer manu- 
facturers or to bona fide dealers or distributors representing 
a trailer, motor truck, or automobile manufacturer. It was 
further recommended that if the number of military trailers 
to be disposed of by the government was greater than could 
be immediately absorbed by the civilian market, the govern- 
ment should hold the military trailers in a pool and release 
them back through the original manufacturer in quantities that 
could be absorbed without demoralizing the industry. The 
alternative to this proposal was to have the government finance 
the trailers taken by the original manufacturer until such time 
as these vehicles could be resold in the civilian market.” 

Mr. N. A. Carter, president of the Carter Manufacturing 
Company and chairman of the highway legislative committee, re- 
porting on the activities of that committee, summarized the high- 
way regulatory legislation in regard to over-all lengths, maxi- 
mum gross weights, axle loads, etc. It was proposed that the asso- 
ciation adopt a set of recommended highway regulatory limits 
and work with other associations, such as the American Truck- 
ing Associations, in advocating the adoption of uniform highway 
legislation. 

Mr. Julius Glick, president of the Truck Engineering Com- 
pany, was appointed chairman of the membership committee, 
succeeding Mr. M. N. Terry who had resigned. 


0. P. A. and Truck Tire Prices 


In a letter to Senator Maybank, of South Carolina, com- 
menting on a complaint the senator had received from a 
Columbia, S. C., truck operator about truck tire price increases 
authorized by the Office of Price Administration, John M. 
O’Connell, O. P. A. liaison officer in Congress, has expressed 
the view that, though the O. P. A. dislikes the prospect of 
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higher retail prices on tires purchased by truck operators as 
a result of its order boosting wholesale tire price ceilings by 
6% per cent, failure to allow the higher prices would “threaten 
the supply of an essential commodity like truck tires.” 

“We realize,” said Mr. O’Connell, “that increases at the 
wholesale level may result in higher prices for tires purchased 
by truck operators. We don’t like this at all, but on the other 
hand we cannot refuse price increases where failure to allow 
them will threaten the supply of an essential commodity like 
truck tires. 

“Complaints have been received from tire dealers that the 
ceilings we have set aren’t high enough and we feel sure you 
will realize the complexity of the problems which have faced us. 
Our new program is one which we believe is generally fair and 
equitable to the industry and which holds tire prices at the 
lowest possible level.’ 

Mr. O’Connell explained in his letter that since the spring 
of 1943, tire manufacturers had gradually converted their 
plants to the use of synthetic rubber in producing truck tires, 
with a resulting increase in production costs, and that the 
O. P. A. found, in “thorough studies,” that the manufacturers 
would have to receive an increase of 6% per cent of list prices. 
Accordingly, he said, the O. P. A. had permitted an increase 
of 6% per cent “at the wholesale level.” Retail prices, he said, 
were held at levels that prevailed in November, 1941. He 
added that ‘“‘there have been no changes in the retail ceiling 
prices of rayon truck tires as those tires have always carried 
list prices higher than tires of cotton construction.” 


Motor Carrier Earnings 


; “The financial position of motor freight carriers in March 
improved somewhat over the previous month this year, but 
extended an unfavorable year-to-year trend in evidence for 
months past,” says the American Trucking Associations which 
received reports from 331 motor carriers in 44 states and the 
District of Columia. Continuing, it said: 


The compilation showed that the March ratio of operating revenues 
to expenses was 96.7 compared with 98.8 for February and 93.7 for 
March of last year. Revenues for March inched 0.5 per cent above a 
year earlier and gained 9.2 per cent over February. Meanwhile, March 
expenses climbed 3.7 per cent above the level of March, 1943, to a point 
6.9 per cent ahead of February of this year. 

Of the 331 reporting carriers, 98 whose revenues amounted to almost 
30 per cent of the total, suffered operating losses in March. That com- 
pared with operating deficits for 116 of them in February and for 88 
in March a year previous. 

March revenues of carriers reporting from the Eastern District rose 
9.2 per cent over February, but slid 1.1 per cent from March of last 


year. Their expenses increased 5.5 per cent over February and 0.6 per 
cent over March, 1943. 


Carriers in the Southern Region had March revenues which were 
8.6 per cent in excess of the previous month, but 4.5 per cent below a 
year earlier. Expenses moved up 10.8 per cent in the month and ran 
4.1 per cent ahead of March of the previous year. 

Revenues of motor carriers in the Western District in March ad- 
vanced 9.4 per cent over February and 5.0 per cent over March, 1943. 
Their expenses moved up 7.4 per cent in comparison with February and 
8.6 per cent when compared with those of March, 1943. 


Eastern carriers showed operating ratios of 97.3 in March, 100.7 in 
February and 95.6 in March, 1943. 


Operating ratios of southern carriers were calculated at 99.7 for the 


latest month, against 97.7 in the preceding month and 91.4 in the corre- 
sponding month of 1943. 


Ratios of western haulers figured out at 94.6 in March, 96.3 in Feb- 
ruary and 91.5 in March, 1943, 


The 331 reporting carriers in March had revenues of 
$22,919,204 and expenses of $22,151,902 as against revenues of 
$20,988,809 and expenses of $20,729,141 in February, and reve- 
nues of $22,801,575 and expenses of $21,354,913 in March, 1943. 


EASTERN TRUCKER-SHIPPER CONFERENCES 


The transportation bureau of the Commerce and Industry 
Association has announced that the Eastern Motor Freight 
Conference will hold a series of conferences with shippers to 
analyze commodity rates between Connecticut, Rhode Island 
and Massachusetts, on the one hand, and the metropolitan New 
York area, including New Jersey, on the other hand. Separate 
conferences will be held to consider acids and chemicals, base 
metals and alloys, including scrap metals; articles of brass, 
bronze, copper, etc.; building and roofing materials; drugs and 
drug store supplies; iron and steel articles; packing house 
products; paper and paper articles. The purpose is to enable 
motor carriers to develop proposals for the necessary treatment 
of commodity rates. 

Motor carriers are proceeding on the question of whether 
commodity traffic is not only enjoying rates which are lowe! 
than can be justified by cost of service but also lower than 
necessary to make their maximum contribution to carriers’ con- 
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stant costs. The conferences will afford shippers an opportunity 
to learn, and help to shape in advance the proposed changes 
which the motor carriers will make in their commodity rates. 
Shippers desiring to take part in this series of conferences 
have been asked to notify the Eastern Motor Freight Confer- 
ence, L. C. Parker, executive secretary, West Hartford, Conn. 


POSTWAR HIGHWAY PLANS 


Representative Mott, of Oregon, has introduced H. R. 
4811, authorizing an appropriation of $3,000,000,000 for post- 
war construction of highways and bridges. The bill contains 
several provisions similar to those of the Robinson bill, H. R. 
2426 (see Traffic World, May 6, p. 1253). but proposes a dif- 
ferent formula for allocation of funds to states. 

Drafting of a new committee bill for postwar highway 
construction remained under consideration in an executive ses- 
sion of the House roads committee May 18. 


FEDERAL-AID HIGHWAY TOLL QUESTION 


Levying of a toll on users of a highway built with the 
assistance of federal funds would constitute a violation of the 
law, L. E. Boykin, solicitor of the Public Roads Administration, 
has declared in a letter to the county executive of Westchester 
county, N. Y., relative to a proposal to levy tolls on West- 
chester County Parkway, a federal-aid road. 

Mr. Boykin pointed to amounts spent by the federal gov- 
ernment on various parkways in New York between 1933 and 
1936, and added: 


In administering the provisions of the federal-aid road legislation 
for more than a quarter of a century, the Public Roads Administration 
has at all times endeavored to see that full effect was given to the 
inhibition against tolls on the highways constructed with funds appro- 
priated by the Congress to aid the states in road construction work. 

In the interpretation and application of this law our position has 
been that any toll gate erected at any point on a highway on which 
federal funds were expended which would make it necessary for traffic 
to pay the toll, in order to avail itself of the use of the section of such 
road actually improved with federal funds, would constitute a viola- 
tion of the law. 


TAXES AND TRANSPORTATION 


The Bureau of Internal Revenue has issued T. D. 5370, 
amending its regulation No. 111 so as to conform to section 122 
of the revenue act of 1943, relating to adjustment of basis as 
result of cancellation of indebtedness in a reorganization pro- 
ceeding under amended section 77B of the bankruptcy act, 
applicable to railroads. 


PETROLEUM TRANSPORTATION 


Shipments of petroleum in rail tank cars to the east coast 
area the week ended May 13 averaged 781,226 barrels a day 
as compared with 664,672 barrels a day the preceding week, 
— to reports received by the Petroleum Administration 
or War. 


NEW COMPLAINTS FILED 


No, 29081, Amended, Ecusta Paper Corporation, Pisgah Forest, N. C., 
vs. Alton Railroad Co. et al. 

Rates on numerous carloads of flax straw, partially decorticated, 
from points in Minnesota and North Dakota to Pisgah Forest, N. C., 
for more than two years last past, in violation of sections 1 and 3. 
Asks cease and desist order, rates, and reparation (see Traffic 
World, Feb. 12, p. 428). (J. V. Norman, 1512 Kentucky Home Life 
Bldg., Louisville 2, Ky.) 

No. 29131, Swift & Co. vs. Baltimore & Ohio Railroad Co. et al. 

Rates on numerous shipments of fresh meats, or fresh meats, 
salted, in straight and/or mixed carloads, from South St. Paul, 
Minn., to various destinations in the territory generally east of 
the Illinois-Indiana state line, and north of the Ohio and Potomac 
Rivers and within what is commonly known as central freight as- 
sociation, eastern trunk line, and New England territories, in vio- 
lation of section 6. Asks cease and desist order, and reparation of 
$40,000, with interest. (Ross Dean Rynder, 4115 Packers Ave., Chi- 
cago, Ill.) 

No. 29096, Sub. 1, Northwestern Livestock Shippers Traffic League et al. 
vs. Union Pacific Railroad Co. 

Rates on numerous carloads of live stock, including cattle and 
hogs, shipped within two years from points in Idaho to North Port- 
land, Ore., in violation of section 1. Ask cease and desist order, 
rates, and reparation. (Mabel Irwin, 721 American Bank Bldg., 
Portland 5, Ore.) 

No. 29137, Gar Wood Industries, Inc., vs. Alton & Southern Railroad 
et al. 

Rates on automobile parts, metal, shipped between September 30, 
1939, and October 6, 1942, from Detroit, Mich., to branch warehouses 
at San Francisco and Los Angeles, Calif., in violations of sections 
2 and 6. Asks cease and desist order, waiver of collection of all 
charges in excess of 176 cents a cwt. on shipments prior to March 
18, 1942, and 187 cents a cwt. on shipments between that date and 
October 6, 1942, inclusive, and reparation of $49.72, with interest. 


(Conaway-Cooper Co., 4545 N. Huntington Drive, Los Angeles 32, 
Calif.) 
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Questions and Answers 


e In this column will be cnswered questions of both legal and 

practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who.is a member of our spe- 
cial service department, will give his opinion in answer to any 8im- 
ple question relating to the law of interstate transportation of 


freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


State Versus Interstate Traffic 


_ Indiana.—Question: We would appreciate very much your 
opinion on the following: 


Using for an example, the shipping point ‘“‘a” the originating 
city in one state, and point “b” the billing station and located 
in another state just across the state line, with destination in 
the same state as that of the originating point ‘a,’ would or 
would it not, be a legal movement and become an interstate 
shipment? This for the fact that the shipment was taken across 
the state line for only one purpose, and that would be to make 
proper billing. 

Answer: While the actual origin and not the billing point 
determines the applicable rate, the fact that in transporting 
the shipment from that point to destination, the shipment moved 
into another state would, in our opinion, require the application 
of the interstate rate. The purpose for which it moved into 
another state would have no bearing on the question. 


Tariff Interpretation—Application of Pick-up and 
Deliverv Service 


Georgia. Question: We have under consideration the ap- 
plicable charges on carloads of furniture that were delivered 
to a rail line at origin A in pick-up service and delivered at 
destination B through delivery service. Are there any rulings 
whereby a carload shipment can be treated as a less carload 
shipment in view of Rule 16, Consolidated Freight Classification 
No. 15, defining a less carload shipment as one less than the 
carload minimum weight? It is true under Rules 14 and 27 
of Consolidated Freight Classification No. 15, shippers are re- 
quired to load and unload carload shipments, but Item 60, Agent 
Curlett’s I. C. C. A-739 states pick-up or delivery service is not 
applicable on shipments which the owner is required to load or 
unload under Rule 27 of the governing classification. 


What is the correct rate to apply, carload or less carload, 
and if carload rate is proper can we lawfully absorb the pick-up 
and delivery charges? 


Answer: Agent Curlett’s I. C. C. No. A-739, Tariff No. 
102-F, provides rules, changes and allowances for the pick-up 
and delivery service on less than carload freight moving on less 
than carload or any quantity rates, subject to certain restric- 
tions provided therein. 

We know of no ruling whereby a carload shipment can be 
treated as a less carload shipment for the purpose of an allow- 
ance for pick-up or delivery service. 

If a carload shipment is tendered a carrier, regardless of 
whether there is a departure from the general rule that the 
shipper loads and consignee unloads, we are of the opinion that 
no pick-up or delivery allowance is permissible. 

It is therefore our opinion that the carload rate is ap- 
plicable, and that there is no authority for any absorption of 
pick-up and delivery charges. 


Tariff Interpretation—Application of Combination Rule Where 
Through Rate Not Applicable via All Routes 


South Dakota.—Question: Under date of February 26, 
1937 the Western Trunk Line Committee, Chicago, IIl., their file 
G-72-600 issued a circular letter addressed to Freight Traffic 
Officers, Western Trunk Lines subject: Combination Rates: 
Application of Jones’ Combination Tariff 228, in which they 
advised as follows: 


In our circular letter of January 25, 1937, we furnished you with 
an extract from the Daily Traffic World and Traffic Bulletin repor‘ing 
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Essential Rate Service— 
Only 58c 
Per Week 





SS SS 
SS GRAS 


S 
WRI SS 



































ALCOA STEAMSHIP COMPANY, INC. 
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BERMUDA @ War or no war, there is 

no doubt about the essen- 

VIRGIN ISLANDS tiality of the best possible 
TRINIDAD rate service you can get 


your hands on. When you can get the best in rate serv- 
ice, at only 58 cents per week, you certainly can make 
the rate finding and checking procedure an up-to-the- 
minute operation in your department. 

You may put yourself in the same category with hun- 
dreds of shippers and railroads, who, although they 
have all the tariffs they need, still find the National 
Freight Rate Service Book indispensable. It has a multi- 
tude of advantages. 

There is no obligation to finding out what they are 
and how this unique service fits into your picture. Write 
for a copy on ten days’ approval. Parcel post and ex- 
press rates at less than 10 cents per week extra. 


NATIONAL FREIGHT RATE SERVICE 


Dowagiac, Michigan 


30 years of continuous up-to-the-minute rate information. 


Now, More Than Eve - 
“A SERVICE INSTITUTION’ 


BRITISH WEST INDIES 
BRITISH and NETHERLANDS 
GUIANA and VENEZUELA 


For particulars apply 


ALCOA STEAMSHIP COMPANY, INC. 
240 Conway Bldg., Chicago Randolph 4730 


NORFOLE, VA.: 621 Citizens Bank Bldg. 
BALTIMORE, MD.: 710 Garrett Bldg. 
NEW ORLEANS, LA.: 1512 Amer. Bank Bldg. 
MOBILE, ALA.: 500 North Commerce St. 
NEW YORE, N. Y.: 17 Battery Place 
MONTREAL, CAN.: 276 St. James St. West 

































U. S. Great Trading Nation 


If we wish to become a great “export nation,” we 
must also be prepared to likewise become a great 
import nation, or else there will be no trade balance. 
A vast new American Merchant Marine is now on 
the Seven Seas ready to undertake this job for you 
when V-day comes. 















DIVISION OF POPE 
AND TALBOT, INC. 


M°CORMICK pa COMPANY 
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Notice to all contract and limited common carriers 
holding Michigan Intrastate operating permits 


@ The Michigan Liquor Control Commission transportation of Liquor from their Detroit 


at Lansing, Michigan, is taking competitive warehouse to their stores in Wayne County. 
bids for the transportation of Liquor between 


their Lansing warehouse and their stores Any limited common or contract carrier in- 
a = Lower Peninsula except in Wayne terested should write the Michigan Liquor 
— Control at Lansing, Michigan, for bidding 


Also, they are taking competitive bids for the forms and particulars. 











































































































































































































1412 


recent decision of the United States Supreme Court relative to the 
application of the Jones’ Combination Tariff to combination rates. 


*3 

Our understanding is that the U. S. Supreme Court ruled 
that, where a through class rate is published from point of 
origin to point of destination, Jones’ Combination Tariff 228 
will no longer apply, even though there is no through com- 
modity rate published and rate on lumber, for instance, be- 
tween two points must be a combination of commodity or com- 
modity and class rates. 

We would be greatly obliged if you would advise at your 
early convenience whether this is the case and give complete 
information on the above mentioned United States Supreme 
Court decision. 

We have been and are now making shipments of lumber 
carload to points in Iowa and Illinois where no through com- 
modity rates are published, rates of a necessity being made 
up of combination of local rates. The question arising is whether 
or not Jones’ Combination Tariff 228 may be used when tariffs 
in which commodity rates are made subject to this tariff, 
treating each rate factor and thereby reducing the rates in- 
volved. Railroad companies involved claim that on account of 
—— class rates being published, Jones’ Tariff 228 may not 

e used. 

Answer: The decision to which you have reference is that 
in W. P. Brown & Sons Lumber Co. vs. Louisville & N. R. R. 
Co., 299 U. S. 393. In this case, the Supreme Court held that 
where there is an available route from point of origin to des- 
tination for which a joint through rate has been published, the 
combination rule, by its terms, has no application. The court, 


in this decision, overruled the Interstate Commerce Commis- 
sion. 


Claims for Loss or Injury—Settlement Between Motor Carrier 
and Freight Forwarder 


lowa.—Question: A claim was entered with our line by 
the consignee to cover damage to a magazine door on an 
addressograph machine shipped by the manufacturer. We paid 
the claim and transmitted it to the connecting line for their 
pro rata share. 

Inspection report was not obtained until sometime after 
delivery and filing of the claim. We are enclosing three pieces 
of correspondence in connection with this claim, which claim 
the connecting line is refusing to honor on account of the delay 
in having inspection made. 

The claim is not large but we would appreciate an inter- 
pretation as to whether or not damaged material is held and 
inspected at a later date or the absence of an inspection re- 
port disallows the validity of a claim (in this case or any 
other). In other words, is there a set and fast rule limiting 
the period of time in which an inspection must be made on 
damaged merchandise. 

Answer: The failure of a shipper to afford a carrier an 
opportunity to inspect a damaged shipment does not in itself 
defeat recovery for loss or injury. Inspection is merely a 
form of evidence. ; 

If the motor carrier Freight Claim Rules provide for in- 
spection within a stated time, such rules provide working basis 
for settlement of claim between carriers parties to the rules, 
which should be observed. 


In the absence of such arrangements covering shipments 
handled by the carriers involved in the instant controversy, 
settlement thereof should depend on whether the facts show 
that the claim is valid and not on whether a certain procedure 
as to inspection was followed, if there is no agreement between 
the parties for such inspection as a basis for settlement of 
claims. 


DOCKET OF THE COMMISSION 


May 22—Alliance, Neb.—City Bldg.—Jt. Bd. 93: 
MC 21502 Sub. 7—Resler Truck Line, Denver, Colo., certificate to ex- 
tend operations. 
May 22—Chicago, I!l.—Sherman Hotel—Jt. Bd. 149: 
MC 1502 Sub. 57—Pennsylvania Greyhound Lines, Inc., Cleveland, 
Ohio, certificate to extend operations. 
MC 30600 Sub. 39—Santa Fe Trail Transportation Co., Wichita, Kans., 
certificate to extend operations. 


May 22—Washington, D. C.—Comm. Alldredge and Examiner Cummings: 
28991—-Passenger fares between D. C. and nearby Va. 
May 23—Brooklyn, N. Y.—Hotel St. George—Examiner Naefe: 
1. & S. M-2403—Common carrier rates in New York Short-Haul Area. 
May 23—Chicago, I11.—Sherman Hotel—Jt. Bds. 21 and 149: 
MC 73173 Sub. 3—Wood & Myers Truck Line, South Haven, Mich., 
certificate to extend operations. 
MC 33087 Sub. 8—Dohrn Transfer Co., Rock Island, Ill., certificate to 
extend operations. 
May 23—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Lawton: 
1. & S. M-2391—Apex Motor Freight Line, elimination of participation. 
May 23—Washington, D. C.—Examiner Kirby: 
Finance 10008—St. L.-S. I., reorganization. 








TRAFFIC WORLD 


May 24—Billings, Mont.—City Hall—Examiner Mayo: 
MC 3866 Sub. 3—F. R. Griffey, Laurel, Mont., to extend operations. 
May 24—Chicago, Iil.—Sherman Hotel—Jt. Bd. 149: 
MC 66810 Sub. 6—Peoria Rockford Bus Co., Rockford, Ill., certificate 
to extend operations. 
May 24—Chicago, IIl.—Hotel Sherman—Examiner Lawton: 
MC 90002 Sub. 1—A & A Albany Express, Chicago, Ill., certificates. 
May 24—Fort Worth, Tex.—Hotel Texas—Examiner Borroughs and Jt. 
Bds. 32, 153, 170 and 211: 
MC 11581 Sub. 50—Combs Truck Line, Houston, Tex., certificate to 
extend operations. 
MC 13250 Sub. 37—J. H. Rose Truck Line, Houston, Tex., certificate 
to extend operations. 
MC 15105 Sub. 11—J. M. English Truck Line, Houston, Tex., certifi- 
cate to extend operations. 
MC 75706 Sub. 24—Bell-Newlin Transportation Co., Houston, Texas, 
certificate to extend operations. 
MC 55862 Sub. 3—Berly Transportation Co., Houston, Tex., certifi- 
cate to extend operations. 
MC 65263 Sub. 3—Sharman and Allen, Houston, Texas, certificate to 
extend operations. 
MC 27662 Sub. 2—M. A. Davis Trasport, Inc., Houston, Texas, certifi- 
cate to extend operations. 
MC 34160 Sub. 5—C. D. Newsom, Houston, Tex., to extend operations. 
MC 4964 Sub. 14—R. L. Jones, Houston, Tex., to extend operations. 
MC 10494 Sub. 2—King & Sons, Houston, Tex., to extend operations. 
MC 3585 Sub. 2—Hil! & Hill Truck Line, Houston, Tex., certificate 
to extend operations. 
MC 11110 Sub. 2—McAlister Trucking Co., Inc., Big Spring, Tex., 
certificate to extend operations. 
MC 16454 Sub. 5—Rogers Truck Line, Kilgors, Tex., certificate to. 
extend operations. 
MC 23618 Sub. 2—O. H. McAlister, Big Spring, Tex., certificate to 
extend operations. 


MC 102181 Sub. 3—O. H. & F., Inc., Grayville, Ill., certificate to 
extend operations, 


MC 43867 Sub. 4—A. L. McAlister, Wichita Falls, Tex., certificate to 


extend operations, 

MC 52511 Sub. 17—Hunsaker Motor Freight Lines, Inc., Dallas, Tex., 
certificate to extend operations. 

MC 55829 Sub. 1—W. M. Walker,. Kermit, Tex., to extend operations. 

MC 74321 Sub. 8—B. F. Walker, Inc., Fort Worth, Tex., certificate to 
extend operations. 

MC 74595 Sub. 15—T. E. Mercer Teaming and Trucking Contractor, 
Fort Worth, Tex., certificate to extend operations. 


MC 96074 Sub. 3—Eagle Trucking Co., Kilgore, Tex., certificate to ex- 
tend operations. 


MC 531 Sub. 13—Younger Brothers, Inc., Houston, Tex., certificate to 
extend operations. 


MC 34090 Sub. 4—Service Trucking Co., Tulsa, Okla., certificate to 
extend operations. 

MC 64695 Sub 5—Rampy Trucking Co., Houston, Tex., certificate to 
extend operations. 

MC 44028 Sub. 6—G. B. Powel Truck Line, Houston, Tex., certificate 
to extend operations. 

MC 80730 Sub. 3—Mrs. T. Snipes, Houston, Tex., certificate to extend 
operations. 

MC 83835 Sub. 2—Wales Trucking Co., Dallas, Tex., certificate to ex- 
tend operations. 

May 24—Fort Worth, Tex.—Hotel Texas—Jt. Bd. 33: 


* MC 1554 Sub. 2—E. L. Farmer & Co., Odessa, Tex., certificate to 
extend operations. 


* MC 22046 Sub. 5—B. Walker, Hobbs, New Mex., to extend operations. 


May 24—Fort Worth, Tex.—Hotel Texas—Jt. Bd. 246: 
* MC 93318 Sub. 5—Joe D. Hughes, Inc., Houston, Tex., certificate to 
extend operations. 
May 24—Fort Worth, Tex.—Hotel Texas—Examiner Borroughs and Jt. 
Bd. 33: 
* MC 19416 Sub. 5—C. H. Dunn, Dallas, Tex., certificate to extend 
operations. 
* MC 59771 Sub. 9—J. H. Marks Trucking Co., Odessa, Tex., certificate 
to extend operations. 
May 25—Billings, Mont.—City Hall—Jt. Bd. 123: 
MC 52934 Sub. 2—E. L. Jones Co., Billings, Mont., permit to extend 
operations. 
May 25—Chicago, iIl.—Sherman Hotel—Examiner Lawton: 
1. & S. M-2384—Increased rates between Indiana and Illinois points. 
May 25—Concord, N. H.—State Comm.—New Hamps. Pub Serv. Comm.: 
Finance 14523—Application of B & M for authority to purchase prop- 
erty and franchises of Wilton RR. Co. 
Finance 14528—Application of B & M for authority to purchase prop- 
erty and franchises of Peterborough RR. 
May 25—Madison, Wis.—State Comm.—Jt. Bd. 96: 
MC 26560 Sub. 7—Yellow Truck Lines, Inc., Madison, Wis., certificate 
to extend operations. 
May 26—Billings, Mont.—City Hall—Jt. Bd. 123: 
MC 89716 Sub. 4—O. K. Transportation, Powell, Wyo., certificate to 
extend operations. 
MC 105006—Lovell Transfer Co., Lovell, Wyo., certificates. 
May 26—Columbia, S. C.—Hotel Wade Hampton—Examiner Crowley: 
MC F-2495—H. E. Beard and J. T. Laney, control, New South Express 
Lines, Inc. . 
May 26—Denver, Colo.—Shirley Savoy Hotel—Examiner Way: 
Ex Parte 104, Part 2—Practices of carriers affecting operating reve 
nues, etc., terminal services, American Smelting & Refining Co. 
May 26—Eau Claire, Wis.—U. S. Ct.—Jt. Bd. 96: , 
MC 81592 Subs. 2 and 3—Ladysmith Bus Co., Chippewa Falls, WIS. 
certificate to extend operations. 
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WARTIME NATIONAL 
FOREIGN FREIGHT WEEK 


MAY 21 
TO 


MAY 27 





Operating a Complete Ocean Ter- 





minal—Covered and Open Storage— 









penece sources Warehouses—Grain Elevator—Cold 


CONNECTING THE 
EAST-WEST-NORTH 
AND SOUTH 


ROCK ISLAND LINES 


ONE OF: AMERICA’S RAILROADS—ALL UNITED FOR VICTORY 

















Storage. 






Port of Tacoma 


P. O. Box 1612 Cable "Portacoma™ 


TACOMA WASHINGTON 













Dispatch and cooperation with all 





KEEPS TRUCKS OUT ON THE ROAD 
«..and OUT OF THE SHOP! 


See your International Dealer or the kind of service that keeps 
Branch NOW, to arrange a con- trucks rolling. It’s the constant 
venient service schedule that will aim of 4,000 International Deal- 
catch —and correct — mechanical ers’ service shops—backed by the 
difficulties before they have a country 's largest company-owned 
chance to become serious. That's truck service organization! 


INTERNATIONAL HARVESTER COMPANY 
180 North Michigan Avenue Chicago 1, Illinois 










who use our terminal is constantly 






















before us. 











SERVING Reminder: / ON SHIPMENTS 
TO OR 
Fayre nang od ¢ FROM MEXICO 


Goecdyy — 
















































CHICAGO 
Bay COUNCIL BLUFFS (OMAHA) 
War Bonds KANSAS CITY en 
— MINNESOTA TRANSFER} «pai 
Stamps ST. JOSEPH , 


Chicago Great Western Railway ca 
The Corn Belt Route INTERNATIONAL AIR EXPRESS” 


_ 


AIR MAIL PASSENGERS AIR EXPRESS 


Fast, Dependable, Daily Service to 


SOUTH AMERICA 


For shipping details phone Railway Exr -ss Agency, Air Express Division. For passenger 


information consult any Air Ticket Office or any office of Pan American Airways System. P 


YCECtE— PAN AMERICAN- GRACE AIRWAYS 


CHRYSLER BUILDING, NEW YORK 
*Connecting with Pan American Airways at Balboa, C. Z.; Cali, Ipiales, Colombia; Corumba; Brazil; and Buenos Aires, Argentina 
SERVING PANAMA . COLOMBIA ~« ECUADOR . PERU ~ BOLIVIA «~- CHILE -«- ARGENTINA ~+- BRAZIL 
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May 26—Washington, D. C.—Asst. Director Boles: 

* Finance 14533 — Application of Grant Stauffer under section 20a(12) 
of interstate commerce act for authority to hold position of officer 
or director of more than one carrier. 

May 27—Atlanta, Ga.—Henry Grady Hotel—Examiner Crowley: 

* MC F 2482—Fargo Truck Lines, purchase, Georgia Motor Express, Inc. 


May 27—Billings, Mont.—City Hall—Jt. Bd. 123: 
MC 1897 Sub. 7—F. J. Keller, Powell. Wyo., to extend operations. 


Classified Adver 


The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 
(Reader ads —$1.00 a line, minimum 3 lines. Classified display —$15 a column inch.) 

4 ime, I3 time, 26 tHe, time.Classified dis discount rates + 










WANTED to buy bound I. C. C. reports volumes 1 through 253 or 
what you have. Not especially interested in finance and valuation re- 
ports but will take to secure others. Box 233, Traffic World, Chicago 
address. 





HELP WANTED—In Miami, Florida, Terminal of Class 1 motor 
carrier, combination rate and billing clerk, also O. S. & D. clerk. Per- 
manent positions. Give full particulars regarding qualifications ii first 
letter. Box 236, Traffic World, Chicago address. 


TRAFFIC EXECUTIVE—Desires connection with industrial firm. 
19 years’ diversified experience. ICC Practitioner. Locate Metropolitan 
New York vicinity. Age 37. Draft status 3-A. Available after June Ist. 


Box 237, Traffic World, Chicago address. 


TRAFFIC MANAGEMENT—13-month general course by mail, using 
actual tariffs, guides, etc. Covers rail, water, motor, air, express, 
fwding., rates, claims, demurrage, transit, routing. Personal comments. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago. 


SHIPPING GUIDES. Three weeks—three Guides—Tulsa, Oklahoma 
City, Kansas City. For information write Mike O’Keefe, Official Motor 
Freight Guide, 732 West Van Buren St., Chicago 7, Illinois. 


Mr. Operating Man: Mr. Traffic Man: 


Your own owned CARS! 
Demurrage, Avoidable Labor Expense, Extra. 


What could you SAVE? 

What increase in production could you EFFECT? Consider, also, bene- 
fits from MOBILE ‘'Storage'’. Which of these cars could you use? 

85—Hopper, Double, 50-Ton 

10—Hopper, Side-Discharge, 50-Ton 

150—Refrigerator, 40-Ft., 40-Ton 

16—Refrigerator, 36-Ft., 30-Ton 

198—Ballast, Composite, 50-Ton 

25—Box, 36-Ft., 40-Ton; Steel Ends 

20—Dump, K & J, Automatic, 16-Yd., 40-Ton ¢« 

1l—Dump, Western Automatic, 20-Yd., 40-Ton 

20—Flat, 40-Ft., 50-Ton 

43—Gondola, Composite, 36-Ft. and 40-Ft., 40-Ton 

10—Gondola, 50-Ton, High-Side, Steel 

30—Tank, 8000-Gallon, 40 & 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced fo selll 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
""ANYTHING containing IRON or STEEL" 


TRAFFIC WORLD 


May 27—Minneapolis, Minn.—Hotel Nicollet-—Examiner Cunningham: 

MC 59475 Sub. 3—Chicago Avenue Transfer, Minneapolis, Minn., cer- 
tificate to extend operations. 

May 29—Albany, Ga.—U. S. Ct.—Examiner Crowley: 

* MC F-2438—Triange Securities Trust, control; Georgia Stages, Inc., 
purchase, Alaga Coach Lines, Inc.; Mrs. W. L. Andress, et al., 
control; Alaga Coach Lines, Inc., purchase, Georgia Stages, Inc. 

May 29—Billings, Mont.—City Hall—Jt. Bd. 84: 

MC 104288 Sub. 1—Hollar Transport, Billings, Mont., certificate to 
extend operations. 

May 29—Billings, Mont.—City Hall—Jt. Bd. 123: 

MC 52788 Sub. 3—Hageman and Jolley, Laurel, Mont., permit to ex- 
tend operations. 

May 29—Chicago, IIl.—Sherman Hotel—Examiner Lawton: 

|. & S. M-2397—Minimum rates between points in Central states. 

May 29—Denver, Colo.—Shirley Savoy Hotel—Examiner Way: 

Ex Parte 104, Part 2—Practices of carriers affecting operating reve 
nues, etc., terminal services, U. S. Smelting, Refining nad Mining 
Co. 

May 29—International Falls, Minn.—Fed. Bldg.—Jt. Bd. 248: 

MC 104919—L. Mose, Blackhawk, Ontario, Canada, certificate. 

MC 104931—F. Kropelin, Fort Frances, Ontario, Canada, certificate. 


one «« GALVESTON 


AND BE ASSURED OF 


Carchul Handling AND 
Quick Dispatch 
GALVESTON WHARVES 


Est. 1854 
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Geo. Sealy, Chairman F. W. Parker, General Manager 


WARTIME OPPORTUNITIES 


for Wartime presents many problems for traffic men— 
TRAFFI c greatly increased work, priorities and shortages, 
Se ——— 








younger men called to armed service, government 
regulations, etc. But these very problems create op- 
portunities for the man whois ready or will get ready 
for them quickly. He can serve better his country and 
his company while creating a bigger place for himself 
now and in the post-war adjustment. 

Our free 48-page booklet on Traffic Management 
tells how you can, in spare time and at moderate cost, 
train for these strategic opportunities as hundreds of 
today’s leaders in carrier and industrial fields have 
done before you. Ask for it—it may prove valuable. 


LaSalle 


EXTENSION UNIVERSITY 


A Correspondence Institution 
Dept. 595-TA 






ST.LOUIS-SAN FRANCISCO RY. 


F. C. HOGUE 
General Traffic Manager 
Denver & Rio Grande Western Railroad 
Rio Grande Building 
1531 Stout St., DENVER 


THE DIRECT CENTRAL TRANSCONTINENTAL ROUTE 





CHICAGO, ILL. 
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eek ey TRANSPORT SECTION 


ED IN THE THIRD WEEK'S ISSUE EACH MONTH 


Maps a ww Data Unique Key to Maps in Shis 1 wn 


The maps in this section are different from maps eum Daily INTER- and INTRAstate service. 
published in any other medium. They are special se Daily INTERstate service (no INTRAstate). 
maps designed by TRAFFIC WORLD'S map depart- Daily coordinated rail-motor service. 
ment and keyed in accordance with the specifications 
of shippers. Hence, these maps and the allied data 
are unique in that the material is presented in a way 
shippers all over the country told TRAFFIC WORLD 
it would be most helpful to them in selecting highway 
carriers and routing freight. 



























Irregular or special service routes 
eucseees: Connecting lines. 
eeece ce ferries. 
© O Principal points served. [] Terminal cities. 


















Unless otherwise noted on maps, mofor lines offer- 
ing an intrastate service are also interstate oper- 
ators when their routes extend into other states. 


CENTRAL STATES 





























Established 1927 §T. LOUIS LOUISVILLE CINCINNATI 
LAWRENCEBURG CENTRALIA ALTON 
GENERAL OFFICES: 1717 N. Broadway, ST. LOUIS 


USINGNM E Rpe Val W.H.Husmann, Pres. —_J. F. Walsh, Traffic Mgr. 


awrenceborg {CINCINNATI 
FREIGHT Lines. Inc. aes NN ATO 


Clemans Truck Line, Inc. 
Established 1929 Incorporated 1934 
815 E. Pennsylvania Ave., South Bend, Ind. 

A. C. Clemans, Pres., A. C. Scheetz, T. M. 
C. L. Jones, Secy.-Treas. Tel. 4-2116 
COMMON CARRIER: I. C. C. Certificate No. M-2136 
—P. S. I. Nos. 692-A-2-3-4 Intrastate-Indiana— 
P. S. C. I. Nos. 693-A-2-3-4 Interstate-Indiana—M. P. U. C. 
No. C-548 RS te : 7 a. 

SERVICE: Overnight service between Elkhart, Indianapolis. no Reer?TL OU vi tik 
Kokomo, LaPorte,  eramacty Peon, Viecwouth ond Roches- sou - LE 
ter, Indiana; Battle Creek, Grand Rapids, Kalamazoo and 
Three Rivers, Michigan. All intermediate points served be- 
tween Indianapolis, Indiana and Grand Rapids, Michigan. 
NUMBER UNITS: Tractors 49; Trailers 56, Vans 34, Open 
20, Flat 2; Trucks 22, Vans 12, Open 10. All Co. owned. 

*| INSURANCE: Aw) 50,000 and senaee (Marine Office of 
America); Ry ic oe: 25.000 and 100,000; Property 
Damage. —. orkingmen’s Compensation, (Mie: igan 


Mutua Liabin 
aap CE 






















Common Carrier 
L.C.C.-M.C.44290-5612: 
















Tariff Agency 






ce: Cargo $50,000-$100, 
0 PL ses 000 and $50,000; 
















(company owned); 16 refr. units. 


ANDERSON MOTOR SERVICE CO. 


MAIN OFFICE — 1516 NORTH 14TH STREET, LOUIS, 
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and —— i ; Granite City } i. . . 
COLORADO /JKANSAS \ ST. LOUIS a Mediacn aT TENNESSEE 28 years in business 


CITY GOO Se ir East St. Louis Serving the Indus- 


( 
OKLAHOMA ARKANSAS LOUISIANA ye trial Middle West 
and TEXAS OKLAHOMA and TEXAS 4 TRAFFIC WORLD — CHICAGO 
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CENTRAL STATES 


RANSPORT SECTION 


Merchants Motor Freight, Inc. 


Established 1928 - - I1.C. C. Permit No. MC 76266 


STANLEY L. WASIE, President’ « 
Merchants criss-crosses the Middlewest 


WALTER J. HEROLD, 7rf. Mgr. 


with 5,369 miles of daily service 





OFFICES "i . 


St. Paul, Minnesota, 2625 Territorial Road; 
Phone Nestor 2601; Teltp. St. P. 9. 


Des Moines, lowa, 321 S.W. 6th; 
Phone 3-4185; Teltp. D. M. 90. 


Chicago, Illinols, 2424 West Cermak Road; 
Phone Haymarket 3930; Teltp. Chicago 1794. 


St. Louis, Missouri, 4th and Spruce; 
Phone Garfield 5234; Teltp. St. L. 440. 


Kansas City, Missouri, 2560 Warwick Traffieway 
i Phone Harrison 6282; Teltp. K. C. 594 





NEBRASKA 


North Platte 


=e 


Denver 


! 
COLORADO | 
i 


TRAFFIC WORLD — CHICAGO 


TARIFFS: Western Trunk Line Motor Common Carriers Bureau, Inc.; North- 
west Tariff Bureau, Inc.; Central States Motor Freight Bureau, Inc., Midwestern 
Motor Freight Tariff Bureau, Inc.; Rocky Mountain Motor Tariff Bureau; South- 
Eastern-Central Motor Carriers Assn. ; 


ern Motor Carriers Rate Conference; 
Central and Middlewest Motor Freight Bureau. 


INSURANCE: Cargo—$50,000 per unit—$100,000 per catastrophe. 
bility—$25,000 per person—$100,000 per accident. Property Damage—$5,000. 


Workmen’s Compensation. 


YELLOW |". 


TRUCK LINES, INC.| © 


Est. and Inc. 1929 
COM. CARRIER ICC-MC 26560 


Fairchild 500 
MEMBER: 
Am, Trucking 
Association, Inc. 


REPRESENTATIVE: Penno 
Merchants Transfer Company, 

West Polk St., Monroe 5020, Chicago. 
TARIFF AGENCIES: Central States 
Motor Freight Bureau, Inc., Northwest 
Tariff Bureau, Inc., Rocky Mountain 
Tariff Bureau, Inc., Eastern Central 


Cedar Rapids, 


Omaha, Nebraska, 123 North 12th; 
Phone Harney 5441; Teltp. Omaha 188. 
Denver, Colorado, 1320 tith; 

Phone Keystone 5121. 
Waterloo, lowa, 300 Duryea; 
Phone 5753; Teltp. W’leo 42. 
Rock Island, Illinols, 2618 Fourth Ave.; 
Phone Rock Tete _. — 2-4942; 


Minneapolis aa Ay Paul 
Farmington }7 
} = \ 
Faribault | 
Cacuns 'e _ om. 


lowa, 215 ——.. ‘on S.E.; 


Watch for display advertisments 
Phone 3-0253; Teltp. C. 


in other issues of Traffic World. 
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Grand — 
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EQUIPMENT: 








Public Lia- Includes 70 tractors, 70 trailers, 
54 city trucks. 


Shippers of War Tonnage and Civilian 
Essentials Want Easily Understood 


Trucking Company Territorial Maps 





* * * * 


In today’s war of movement, freight transportation 
is a spearhead to victory. Hundreds of new men are 
going into government and military traffic positions 
while hundreds of personnel readjustments are tak- 
ing place in traffic management of private industries, 
whether producers of war tonnage or civilian essen- 
tials. Recent field surveys prove that the prime 


movers of freight tonnage today are more intere’ .ed 
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Motor Carriers Association, Central & 
Southern Motor Freight Tariff Associa- 
tion and Mid-Western Motor Freight 
Tariff Bureau, Inc. 


EQUIPMENT: 41 Tractors (33 owned), 
30 a (28 owned), 18 trucks— 
van bodies (16 owned), | truck—open, 
18 refrigerator trucks and trailers. 


CONNECTING LINES: All responsible 

lines at Chicago, Illinois; Milwaukee and 
ma du Lac, Wisconsin; and Dubuque, 
lowa. 


INSURANCE: 

Cargo, $10,000-$50,- 

000 (Nerthern Assurance \ 
Company, Ltd. of London); 

Public Liability, $50, 000-$100, 000 (Fidel- 
ity and Casualty Companyof New York); 
Property Damage, $5 $9,000 (Fidelity and 
Casualty Company of New Youn 
ing Men’s Comp. , hd and 
Company of New York). 
LOCAL. SERVICES: Pool car distribu- 
tion and cartage service at Madison, 
Wisconsin. 


ork- 
sualty 


than ever in easily understood territorial maps of 
freight carrier operations, together with allied in- 


formation. The primary purpose of this motcr 
transport section is to fulfill such a purpose. 


Transpo 
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DECATUR : 
CARTAGE CO. Random Quotations from 


COMMON CARRIER i 
Pe es cote Shippers About this Motor 
“Telephone Victory 000 Transport Section 
CHICAGO, ILL. 
INSURANCE —Cargo, 


. Business Machines Mfr. (Cleveland)—We use the information to eliminate the 
#20,000/' 1 0 0Go 50. irresponsible motor carriers from our on ie " 


000; Property Domege. Automotive Electrical Equipment (Anderson, Ind.)—Listed lines are accepted 
$50,000. by us as responsible lines. 


Bestery Mfr. (Clifton, N. J.)—The guide enables us to route our shipments and to 
find information desired quickly. 


Machinery Mfr. (Beatrice, Nebr.)—Keep the good work up and eventually we 
will have a regular net work of dependable carriers. 


Iron & Steel Products Mfr. (Lynchburg, Va.)—If they are listed by you we 
. will have no hesitation in using their services. 
Watch display advertisements on the 
index page of TRAFFIC WORLD. Iron Products Mfr. (Philadelphia)—The maps are fine because they are comparable. 


Stove Mfr. (St. Louis)—With the great number of trucks operating at the present 
time, any information from a reliable source as to responsibility is of considerable 


value. eep this up. 
yi Steel Products Mfr. (Detroit)—Your investigation and presentation is 100%. 


VI. 4 Paper Mfr. (Berlin, N. H.)—The investigations you make are mere therough than 
ow more é An QCveCP.wzceeee any we could hope to make. 


Beverage Manufacturer (Westfield, N. Y.)—There is a satisfying comfort in 
‘ " rm using motor lines suggested by Traffic World. Good work—keep them coming. 
is the time to keep the details of your operation 


Petroleum Products (Tulsa)—It is limited and the ones shown do not operate in 
the territory we serve. 





before the leading shippers of the country. 


Mfr. of Women’s Wear (New York City)—Because of the increaing volume of 
ap ro = one has to “ ose which are the most stable and depend- 
ese ° able an le gives you just that. 
Listings in this motor transport section are set- a lg ET a a 
e a) befare mete their pe your en is more peneene San that 
i Hy i tained in a general guide. you would arrange to give more general coverage 
up in accordance to specifications of shippers. See aks ees cilthae It cor eemaaase te cools ont 


Flour Miller (Great Falls, Mont.)—Th helpful. 
Advertising rates are extremely low. Write for cing onlay anise pial lpegeinety ee Anse 
Salt Company (Chicago)—Your service is very helpful, but of course is not 


complete. we are national distributors we need information in all parts 
full details. of the United States. Get more representation. 


\ Food Mfr. (Denver)—We feel that you do not list any lines that are not responsible. 





Minneapolis- 


2 GA pf \ \NTER-STATE SYSTEM 


CENTRAL MICHIGAN TRUCKING INC. 
EASTERN MICHIGAN FREIGHT LINES 
INTER-STATE MOTOR FREIGHT SYSTEM 
MOTOR FREIGHT SYSTEM, INC., OF INDIANA 


Zz er 


A —_— 
} — 





\\ Grand Haven piss 
ilwaukee }!'\\ 


4234 St. Aubin Detroit 7, Michigan 
Common Carrier Tariff 


Established 1924, a Michi Central States Motor Freight Bureau 


ichigan corporation. Eastern-Central Motor Carriers " 
I.C.C. Docket Nos. MC35628 and MC48645. Indiana Motor Rate & Tariff Bureau, Inc. 


o' Rate Conference. 
Mid-Western Motor Freight Tariff Bureau. 
Schedules and Extent of Service 
Following day deliveries are ordinarily made 
on all shipments within a 360-mile radius of 

I principal terminal points. 

nsurance All schedules based on 224 mph. All 

Registering stations (electric time Wire reports on trucks in transit. All forms of insurance carried in companies amend = omg deity. Pick-up and do- 
clocks) every 100 miles or less. C.O.D. deliveries accepted. authorized to do business in each state 88 Our own lines and established conneoting 

Free pick-up. Free delivery. Experienced personnel. — : lines serve more than 25,000 points im the 

Teletype service. Courteous operators. Cargo: $120,000 (Primary), $155,000 (Ex- United States. 


‘ cess); Public Liability, $100,000/200,000; Association Memberships 
Insurance inspectors at terminals. Fully insured cargoes. Property Damage, $25,000; Worlamen’s A.T.A.; Mich. T.A.; Ohio T.A.; Chambers 
Highway Patrol System. Modern equipment. Compensation. of Commerce in principal cities served. 


neies 


| : Vie Brawn Sproul, Vice President—Traffic 
; MISSOURI LabAy? ; oF 


Equipment 


Unexecelled Transportation over fast, direct, soheduled pe ean cone eg a oree 125 at = 
routesthrough 19 Industrial states. Terminals and = ment modern and efficient. 
Warehouses In prinoipal olties. Cheok these advantages: 
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oe OHIO TERMINALS—Akron, 550 E. South St. (Franklin 5195); Bellevue 
(Phone 241); Cleveland, 33rd & Hamilton (Prospect 5350); Clyde, 42 
Ul Cc ] i ¥ e poo i. . — a tak ie (Phone og ieuah toate gl St. 
ne ; Fremont, . State St. (Ma: ; n, ith 
“ P . St. (Phone 4135); Mansfield, 399 N. Main St. (Phone 21606); Medina, 
Satisfy your Customers with 254 Smith Rd. (Phone 22181); Napoleon (Phone 28741): Norwait, 
aged Tp. joodlawn Ave. (Phone 266); Sandusky, 30 W. Perkins St. one 
Norwalk Service bay City I NG 2276); Toledo, 145 S. St. Clair St. (Adams 4291); Vermilion (Phone 
J.F.Er h 3363); Warren (United Terminals) (Phone 4886). 
iat re COMMON CARRIER inaw MICHIGAN TERMINALS —Adrian, 405 8. Center St. (Phone 105): Battle 
eek, . Calmy St. (Phone 2- ; Bay y, foot o t St. 
C.W.H -C.C Certificate No. 71096 (Phone 6228); Detroit, 175 S. Campbell St. (Vinewd 2-1435); Flint, 
. W. Hoke , 1812 Beach St. (Phone 41659); Grand Rapids, 338 Wealthy Ave. (Phone 
Vice-President Gerd Rat ’ tog ty : — bo §. Otsego Ave. (Phone 7483) ; Kalamazoo, 115 West 
Established 1921 | ] “ Monee, 716 3. "Tcleeraph ‘na (Pines 1083) by ee Rng sI8 N ae on 
Incorporated (Ohio) L = ; (Phone 29201) : Saginaw, 142 Davenport St. (Phone 6228). 
: = i , INDIANA TERMINALS—Auburn, 334 W. 9th St. (Phone 618-J); Elk- 
36 Woodlawn Ave. | : hart, 1401 W. Beardsley Ave. (Phone 466); Ft. Wayne, 1122 Sherman 
Telephone—266 H ' ey St. (Anthony 4362)- Goshen. 1201 S. 10th St. (Phone 111); Hammond, 
\ 1055 Indianapolis Blvd. (Whiting 783); Kendallville, 900 S. Main St. 
NORWALK, OHIO ) D = (Phone 300); La Porte, 902 E. Lincoln Way (Phone 2041); Michigan 
i = City (Phone 687); South Bend, 843 Rush St. (Phone 39321). 
ILLINOIS TERMINALS—Chicago, 18th and Canal (Monroe 8888). 
PENNSYLVANIA TERMINALS—New Castle, 32 S. Beaver St. (Phone 
745); Pittsburgh, 202 Penn Ave. (Phone At-5887). 


H y i 
| \ \ Zelienople 
INSURANCE *Blanket Employees Bond — SIA 
Cargo, $25/75,000 (The Connecticut (Fi elity & Casualty Co. ). Also bonded \ Pee HO 
ire Ins. Ce.). *Public Liability, by new A. T. A. bond. EQUIPMENT ver 
*%Property Damage, *Workmen’s lidlon * \. 


317 tractors (309 company owned); 
Compensation, and Li-bility Insur- TARIFF AGENCIES | ; , 
ance on All Terminals (The Travelers Central Motor Freight Assn., Inc. = trailers (all company owned); ed) — Ballers 
Insurance Co. & The Travelers Liability Ohio Motor Frt. Tariff Bureau 


ittsburgh 
McKees eto) 





Tidewater Express Lines, Inc. 
Warner & West Streets, BALTIMORE, MD. ‘Maps and Information in this Section 
HARRISBURG 


J.T. Bennett, Traffic Manager Call—SOuth 1551 si 
: Superior to Any Other Type Published! 


New Cumberland ® Ke es ” aoe Not so long ago, an industrial traffic manager of a 


cage ot Sea ANCASTER , leading industrial manufacturing company in Milwau- 


EASY comown pe a\\ Dallastown, Quarryvile BRANCH OFFICES : is: 
~ De 59 Red Lion NNSYLV ANIA Aberdeen, Ma. kee, Wis., wrote this: 
— ‘ eS Ven al me... vd ,* “In the issue of the Traffic World which is 


fel Kate Emer! | 800 = _ (calt 557) published in the third week of each month, 
Westminstede] e- Me Soong OA, From 


Lane mld Pe Sa Charles. a Howard Sts. you have a Motor Transport section. We find 
Mis a) bes Sound (Call 6122) 7 4 Ne b 
REDERIC Ra Pe ofthe Washington, D. Cc. that the maps and information which is pub- 


BALT MORE’ * Movie): an Republic 2224) lished in this section to be superior to any 

mg ‘en be Negi Fredecai 1190) other publication of this type, which we have 
ZN ' : PESADS : s. isthe St. (Dial 7-4366) —-. 

ae SaINcToNy i B Ashlend S 7 yonn' St (Cant 288) “We would like to be advised if the maps and 


RICEMOND eae other information which you show in the 
TARIFF AGENCIES 


Motor Transport section are available under 
Individual Southern Motor Carrier Rate Conference . 
Middle Atlantic States Motor Carriers Conference Eastern-Central Motor Carrier Association separate cover. If not, what suggestions do 


aa you have relative to filing these pages to make 


th ° . 1 k ” 
15 tractors, 17 semi-trailers. Trucks, 35 vans (12 refrigerated); open em readily available for reference works 
and flat bodies available. All company owned. 


It is little wonder that this typical leading shipper finds 

INSURANCE : . . y 
me, $10,000 (Necthern. Assur. Co. of London) Public this motor transport section so helpful—information and 
Liable, “si $10,000 & ‘a Property Damage, $50,000-$50 maps are set up according to shippers’ specifications. 


x Co. of N. Y.). orkingmen’s 
_ementth ten (lhe abc s Mutual at 


etl 





May 20, 1944 
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— ermalux”’—the ultimate in 


sellerue 

e, 4:2 e x 

ie weather proof decalcomania’— 
Medirva, 


ae Saves Money, however used, in 
the Field of Transportation. 


- Battle 
rst ‘it. 
- Flint, 
(Phone 
15 West 
9401); 
ss Are, 





); Etk- 
Sherman 
ammond, 
lain St. 
Michigan 


(Phone 




















on 
ion 
1)”’ 
of a 
wau- 
@ Hand decoration tied up this ammonia 

: fank car one and one-half to two days. “Per- 
, malux” applied in approximately one hour! Two 
| years later found to be in excellent condition— 

withstanding all weather and frequent high pres- 
sure washings, outwearing hand decoration. Possibly 
, the first use of decalcomania on such equipment. Ask 

for detailed information. 

‘ THE PERMALUX COMPANY ® 900 W. LAKE ST., CHICAGO 7, ILL. 
: 
r *Made with DuPont ‘‘Dulux"* 
*) 
© 
finds “THE OF PERMANENT IDENTITY” 
m and ‘ ce} 
tions. 








“This Plan has helped us 


This is the sign of a 
local, independent 
business built on ex- oe E* 

‘ wo. eas ee 
pertence, knowledge, 
skilled service and 1. TELLS HOW YOUR TIRES 
products of quality. ARE DOING 


with government agencies’ 


2 





UNITED STATES RUBBER COMPANY § 


1230 SIXTH AVENUE, ROCKEFELLER CENTER, NEW YORK 20, N.Y. 





CUTS TIRE TROUBLES 
* AS MUCH AS 50% 


3 


“The ‘U. S.’ Transportation Mainte- 
nance Plan has been a real help to us 
in making application for new tires. 
Government agencies are impressed 
by the fact that we are making every 
effort to conserve rubber and get maxi- 
mum mileage from each and every tire. 


“Our road delays have been reduced 
due fo the fact that the inflation of all 
equipment is checked before leaving 
its terminal. Also if there is any unu- 
sual wear or mismating of tires, this is 
corrected before the equipment is put 
on the road. 


“The plan is very simple and very 


valuable.” 
CASE HISTORY NO. 68 


* 


The experience of this fleet operator (name 
on request) is typical of hundreds of truckers 
using ““U.S”’ Transportation Maintenance to 
safeguard every precious mile of truck tire 
service, keep equipment rolling and make 
deliveries right on schedule. This service is 
available to you regardless of the make of 
tires you are using, regardless of the size of 
your fleet or the type of your equipment. Get 
complete information from your nearest “U.S” 
Truck Tire Distributor. Call him today. 


“U. Si‘ TRANSPORTATION MAINTENANCE 





SAVES TIME THROUGH 4 GIVES YOU EASY UP- 


¢ REGULAR INSPECTIONS * TO-DATE RECORDS 


SERVING THROUGH SCIENCE 


: 
q 
i 


i taser asabal 














